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Supplemental Draft EIS Comment Period

The comment period on the Supplemental Draft EIS began on August
29, 2014 and was scheduled to end on October 13, 2014. Because of
multiple requests for additional time, the review period was extended

through October 31, 2014. Formal open houses/public hearings were
held in September 2014.

During the comment period, nearly 900 individual submissions—
many containing multiple comments—were received from the public,
stakeholders, and agencies.

Comments received were posted on the project website,
www.i-70east.com, shortly after the close of the comment period.

How to find specific Responses
to Comments

The comments received and responses are
presented side-by-side in this document.
Comments are organized into the following
groups: Agencies and Elected Officials,
Businesses, Special Interest Groups, and
Citizens. Comments within each group

are organized alphabetically, Citizens are
alphabetized by last name (see Table of
Contents).

Part 1 of Attachment Q includes:

*  Frequently Received Comments and
Response

* Comments from Agencies and Elected
Officials

* Comments from Businesses |
* Comments from Special Interest Groups

Part 2 and 3 of Attachment Q includes:

* Comments from Citizens

Each topic within the comments is coded with
a letter, and responses to each letter can be
found on the right. In some cases, when the

Comments on the left

Comment Code

responses do not fit, they are continued on the next page.

The responses are structured to be comprehensive and address the
content of the comments. Please refer to the main document of the
Final EIS (Volume 1) for the list of Acronyms and Abbreviations.

Comments that provided either support or opposition for the project
were reviewed by the project team and responded simply with a
“comment noted.”

The reader may be referred to other similar responses and/or the text
in the Supplemental Draft EIS or Final EIS; this is done to create a
more concise response and to help guide the reader to the sections
where additional information about the content of the comment is
contained.

Responses on right

Commenter Name or Agency,

Business, Special Interest Group

Response Code

A list of Frequently Received Comments was prepared and responded
to in order to capture a majority of the topics that were commented on.
The Frequently Received Comments start on page 1 of Part 1. Again,
the responses address topics that were commented on by multiple
reviewers and address the majority of the comments submitted. Many
of the responses to individual comments refer the commenter to a
specific response (or responses) for more details.

For each response to a frequently submitted comment, the response
refers the commenter or reviewer to the topic and response number

where the frequent responses can be located, an example is shown

below:

For information on the Steele/Vasquez
interchange, please see PAG6 of the
Frequently Received Comments and
Responses on the Supplemental Draft EIS,
located in Part 1 of Attachment Q.

Comments that were received in Spanish are
included along with responses, with translations
(comments and responses) included on the
following page.

Sources of Comments Received

Comments on the Supplemental Draft EIS
were submitted through a variety of methods
including:

» Submittal — online form through the project
website, emails to contactus@i-70east.com,
written comments or letters, comment forms
from the public hearings (submittal)

* Public hearing transcript — testimony from
the public hearings

» Voice mail — recorded telephone messages
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Estrategias de Financiamiento ................... 34

Agencies and Elected Officials

U.S. Environmental Protection Agency ...... A-1
U.S. Department of the Interior................... A-7
AUMOTA oo A-9

City of Commerce City
City Manager Brian McBroom and

Staff...cecce e, A-11

Commerce City Councilman Rene

BUIIOCK ...vvveeecciiecceeceeeecee e, A-27
Denver

Mayor Michael B. Hancock and
Denver Department of Public Works....A-28

Denver Councilwoman Jeanne Faatz..A-90
Denver Councilwoman Judy Montero..A-91
Denver Councilwoman Deborah

Ortega....cvveeeee e A-96

Denver Auditor Dennis Gallagher ......A-135
Denver Public Schools ..........c.cccccuveennee A-163
Businesses
B&C Steel, INC..vvvvieiie, B-1
Blender Products, InC..........cccooevviiininnnnnn. B-3
Conley D.C. Solutions, Inc. ...................... B-5
Contage Salon ..........cooiiiiiiiii B-6
Denver Rescue Mission

Brad Meuli.........ocoveeiiiiiiiie e B-7

David SchunK..........coccveviiiiiiiiieciiiees B-8

Griff Freyschlag........cocoovevvieiiiiiici, B-9

Formula Roofing...........cccoooeeiiiiiinnn. B-10
The GrowHaus ..., B-11
Iron & Metals, InC. ..o, B-19
National Western Stock Show ................ B-20
North Park Transportation Co................. B-21
Wright & McGill ..., B-22

Special Interest Groups

Adams County Economic
Development, INC.......ccoeeviviiiieeeiiiiieeeeee S-1

American Institute of Architects Denver
and American Society of Landscape

ATCHITECES ..o S-2
Bike Denver Board ...........ccoccovveiiiieiiiinennne S-4
Chaffee Park Registered
Neighborhood Association.............cccccece.e. S-6
Clayton United...........ccoocvveeiiiiiiries e, S-8
Clinica Tepeyac
Jim Garcia......cccceeeveciiiieeeee S-9
Flossie O'Leary ........ccccuveeiiieniiiennenns S-10
Colorado Latino Forum ...........ccccoecvveenne S-12

Colorado Motor Carriers Association

ArtBallah ... S-13

Gregory FUlton ............cccvveeeeiiiiiiee e, S-14
Conservation Colorado and Southwest
Energy Efficiency Project............ccccceee. S-17
COPIRG ...t S-27

Downtown Denver Partnership, Inc.......... S-34
Globeville Civic Association #2................. S-35
Globeville Elyria Swansea Housing

AAVISOTrY GrOUP ...cccovveeeiiiieeeiiee e S-43
Globeville, Elyria, Swansea Organizers

GrOUP ..ttt S-46
Habitat for Humanity of Metro Denver......S-79

liff School of Theology
Rev. Dr. Miguel A. De La Torre and

Dr. Tink TINKer ......ccoveiiveeiiiiiee e S-83

Jill Fleishman ..........cocceviiiiiiiiiieees S-86
League of Women Voters of Colorado .....S-90
League of Women Voters of Denver ........ S-94
Neighborhood Development
Collaborative..........ccoevvveeiiieeiiiieesiee e S-97
Sand Creek Regional Greenway............ S-101
Sierra Club

Becky English .........cooovvivvieiiiiienee, S-102

Bob Yuhnke .......cccccooviiiiiiiiees S-104
Unite North Metro Denver

Sherri RiCh ... S-128

Thaddeus Tecza and Sullivan Green

Seavy LLC i, S-145
Urban Land Conservancy...........ccce.c... S-186
VISit DENVET ... S-188

Part 2: Citizens A through J

PART 3: Citizens K through Z
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A list of Frequently Received Comments was prepared and
responded to in order to capture a majority of the topics that
were commented on. The responses address topics that were
commented on by multiple reviewers and address the majority
of the comments submitted. These topics include general,
information, outreach efforts, alternatives analysis, impacts
and mitigations, Preferred Alternative, air quality and health,
property impacts, environmental justice, transportation

and traffic, and funding strategies. Many of the responses to
individual comments refer the commenter to a specific response
(or responses) for more details.

General Topics

GEN1. What is the purpose of the I-70 East project?

The purpose of the I-70 East project is to implement a transportation
solution that improves safety, access, and mobility and addresses
congestion on I-70.

GENZ2. What are the limits of the 1-70 East project, and
why were they selected?

The 1-70 East project limits extend along I-70 between 1-25 and Tower
Road. The project area covers locations within Denver, Commerce City,
and Aurora. This document focuses on the neighborhoods of Globeville,
Elyria and Swansea, Northeast Park Hill, Stapleton, Montbello, Gateway,
and a portion of Aurora.

Existing and forecasted traffic volumes were the main factor in
determining the project limits on I-70. Forecasted traffic volumes for the
year 2035 range from 95,000 to 270,000 vehicles per day between 1-25
and Pefia Boulevard, declining east of there. The western limit is 1-25
because of the high diversion of traffic from I-70 to both northbound and
southbound [-25. Between 40 percent and 50 percent of traffic traveling
westbound on I-70 diverts onto 1-25. Tower Road is the eastern limit
because the traffic volumes drop substantially east of Pefia Boulevard.

January 2016

GEN3. Why is the highway being widened to five lanes
in each direction?

The Final EIS traffic analysis used the 2035 DRCOG regional travel
demand model to forecast horizon-year traffic volumes to determine the
number of lanes that will be needed in the horizon year. This model uses
planned employment and population data to determine traffic volumes, as
discussed in Chapter 4, Transportation Impacts and Mitigation Measures
of the Final EIS. This model also accounts for planned improvements to
other modal networks, including transit.

Between Brighton Boulevard and 1-270, both eastbound 1-70 and
westbound I-70 are projected to carry more than 10,000 vehicles per hour
in the peak design period. Between 1-270 and 1-225, both eastbound I-70
and westbound I-70 are projected to carry upwards of 15,000 vehicles
per hour in the peak design period.

Based on the Transportation Research Board’s Highway Capacity
Manual, to achieve a minimum level of service threshold for a freeway,
approximately 2,000 passenger cars must pass per hour per lane. The
planned Build Alternatives propose a five-lane cross-section including

an additional lane in each direction between 1-225 and 1-270 to meet

the forecasted capacity needs. Detailed traffic modeling confirms the
proposed improvements. Additionally, the volumes and proposed
number of lanes were compared to other freeways in metro Denver,
further confirming the proposed cross sections. Detailed information on
traffic volumes and forecasting is available in Chapter 4, Transportation
Impacts and Mitigation Measures of the Final EIS. Additionally, CDOT
and FHWA also considered the need for the highway lanes based on

very recently released DRCOG projections of traffic for 2040 that

are slightly lower than the 2035 estimates. Based on the segment-by-
segment assessment, the agencies concluded that the Phase 1 project lane
configurations were still appropriate. See Attachment E, Traffic Technical
Report for more information.

GEN4. How is CDOT using the American Planning
Association’s Peer Review in the project’s decision
making process?

The American Planning Association (APA) conducted a peer review
of the 1-70 East project during the public comment period for the
Supplemental Draft EIS. This review was performed independently
from CDOT and FHWA, when the I-70 East project team normally is

restricted from participating in such activities. The project team provided
some information to answer APA’s questions, but was precluded from
responding in an in-depth manner at that time.

CDOT asked APA to submit the report as a comment to the Supplemental
Draft EIS process, which would provide the project team an opportunity
to respond directly to the questions and observations set forth in the
report. The APA declined, saying that it was, “... offering our insights

to Denver for your consideration as you move forward with next steps

in relation to the project.” The Final EIS provides new information and
context relevant to the resulting report, addressing many of the questions
it raises, in areas such as travel demand modeling or managed lanes.

GENS5. Will there be arequirement for the contractor
to hire from the impacted neighborhoods?

CDOT is prohibited by federal law from requiring contractors on

any federally funded project to hire from a particular location or
neighborhood. However, CDOT has submitted an application and
received approval under Special Experiment Project 14 (SEP-14) for the
US DOT pilot program to execute geographic-based hiring preferences
for the I-70 East project. Additionally, CDOT will facilitate opportunities
to promote local hiring, including hosting local job fairs. CDOT is
researching funding a local workforce development program aimed at job
readiness training prior to construction. In general, community outreach
will continue to be a very important part of the project, particularly as
construction nears. CDOT will look to a variety of tools to ensure that
local residents and businesses are well informed of the construction
phasing and approach.

Outreach Efforts

OUT1. How has CDOT involved the public and other
project stakeholders in the decision making process?

CDOT has conducted continuous public involvement on the I-70

East project for more than 11 years, including door-to-door outreach
and public and neighborhood meetings in the most directly impacted
neighborhoods. As part of its outreach efforts, CDOT convened a
committee of community and stakeholder representatives in 2009 after
publication of the 2008 Draft EIS. This group, the Preferred Alternative
Collaborative Team (PACT), met regularly over the course of one year
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to help identify a preferred alternative. The information gathered during
the outreach process has helped the project team refine the project
alternatives. Stakeholder involvement will continue through final design
and construction.

Some of the meetings, such as the Community Leaders meeting, are
intended to be informal. Public meetings held by the I-70 East project
team are held in the evenings with notices sent to the public and
stakeholders two weeks prior to the meeting. CDOT has used many
different public outreach techniques to invite the public to participate
in the meetings. These techniques include, but are not limited to, email
blasts, mailers, flyers, door-to-door canvassing, phone invitation, and a
neighborhood informational kiosk.

To encourage public participation and to make the meetings accessible
for the general public, all public meetings have been held at
ADA-accessible locations in nearby neighborhoods including, but not
limited to, Elyria and Swansea, Commerce City, Aurora, and Northeast
Park Hill. Food, childcare, and Spanish translation also have been
provided at all of CDOT’s public meetings.

Comments received during public outreach efforts were considered

by CDOT and were incorporated in the decision making process as
appropriate. These changes include, but are not limited to, refinements to
the mitigation commitments, updating the air quality analysis, keeping
the Steele Street/Vasquez Boulevard interchange open, and coordinating
with Denver on drainage solutions.

Please refer to Chapter 10, Community Outreach, of the Final EIS for
details about the project’s outreach efforts to the public and stakeholders.

OUT2. How are public meeting notes and materials
made accessible to the public and other interested
parties?

1-70 East project-specific public meetings are documented and the
meeting notes from these meetings are available on the project website
(http://vww.i-70east.com/) and were available as hard copies upon
request. Handout materials from meetings are translated into Spanish and
translators are available at every meeting. Official public hearings on the
2008 Draft EIS and Supplemental Draft EIS included transcripts, which
also are available on the project website. This documentation has been
used to help inform the NEPA process.

OUT3. How did CDOT ensure the Spanish-speaking
community was involved in the process and had access
to project materials?

Spanish translators have been available throughout the process at
every public meeting and at the project office during the Supplemental
Draft EIS public comment period. The Executive Summary for the
Supplemental Draft EIS and the Final EIS are published in both English
and Spanish. The materials on the English website are translated to
Spanish on a regular basis and are included on the Spanish version of
the website (http://www.i-70east.com/index-es.html). All printed and
electronic materials distributed to the public—including mailers, flyers,
emails, newsletters, and posters—are bilingual in English and Spanish.
Door-to-door outreach in the impacted communities also has been
conducted with Spanish-speaking team members.

Alternatives Analysis

ALT1. Why can’t CDOT select an alternative that has
no impacts to the surrounding environment?

In NEPA, there is typically a No-Action Alternative that has no impacts
other than routine maintenance activities. The I-70 viaduct needs to be
replaced because of its deteriorating structural conditions. Therefore, the
No-Action Alternative for the 1-70 East project cannot be a true
“No-Action Alternative” due to safety issues. The No-Action Alternative
replaces the viaduct, but does not add capacity in terms of additional
lanes. However, this alternative does require adding width to the replaced
structure. All alternatives that are under consideration, including the
No-Action Alternative, expand the footprint of the roadway to meet
current design and safety standards. See Chapter 3, Summary of Project
Alternatives, of the Final EIS for more information on the alternatives.

ALTZ2. Are alternatives being considered that would
remove |-70 East from its current alignment?

More than 90 alternatives have been considered during the EIS process,
including alternatives that realign and reroute 1-70, an alternative to
avoid the environmental justice community of Elyria and Swansea, and
an alternative that used local networks. One alternative that would have
realigned a portion of the highway was advanced as an alternative in the

2008 Draft EIS, but was later eliminated through the public involvement
process and because it was clear that the alternative did not meet the
purpose and need of the project. Other alternatives that move the
highway away from the current alignment were evaluated and found not
to be reasonable alternatives. All alternatives currently being evaluated
are located on the current alignment of I-70. See Chapter 3, Summary
of Project Alternatives, of the Final EIS for more information on the
alternatives development and analysis process.

ALT3. Was the 1-270/1-76 Reroute Alternative
considered, and will CDOT perform a Supplemental Draft
EIS on the Reroute Alternative?

The 1-270/1-76 Reroute Alternative was evaluated and eliminated in

the early stages of the 2008 Draft EIS alternatives analysis process
because it did not meet the project’s purpose and need. Elimination of the
alternative was reaffirmed in Section 3.5 of the 2014 Supplemental Draft
EIS after additional analysis was performed because it does not meet the
project’s purpose to implement a transportation solution that improves
safety, access, and mobility, and it does not address congestion on

I-70. As discussed in Section 3.9 of the Final EIS, it is not a reasonable
alternative because:

= Rerouting I-70 while leaving 46th Avenue at its current location
encourages highway users to use 46th Avenue to reach their
destinations rather than staying on 1-70. Because of this, there will
be a substantial increase in traffic volumes on 46th Avenue, which
introduces safety, access, and mobility issues in the surrounding
neighborhoods and also creates a barrier for bicyclists and
pedestrians moving through the community.

= Based on the traffic analysis, traffic volumes forecasted for 2035 on
46th Avenue if 1-70 was to be rerouted will be 10 to 20 times higher
(more than 50,000 vehicles per day) than the traffic forecasted
for 46th Avenue with the alternatives that leave the highway at its
current location.

= Rerouting I-70 also will force delivery trucks and other large
vehicles to use 46th Avenue frequently to reach the industrial areas
and businesses located near the existing I-70.

= There would be an increase in out-of-direction travel, causing
mobility issues. Of the traffic heading west on I-70, approximately
50 percent continues past 1-25, staying on 1-70. The Reroute
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Alternative adds two miles of out-of-direction travel for these
vehicles. Thirty-five percent of the traffic heading west on I-70 exits
to southbound 1-25. The Reroute Alternative adds four miles of
out-of-direction travel for these vehicles, resulting in increased
travel times.

= There will no longer be multiple east-west highway route choices
in the area. The multiple route choices are beneficial for emergency
access.

= This alternative requires more than 12 miles of major highway
widening along 1-270 and I-76. This increases the project
construction cost to approximately $3.5 billion to $4 billion, which
is twice as much as existing alignment alternatives.

= Many stakeholders—including Commerce City, Adams County,
the North Area Transportation Alliance, and the Colorado Motor
Carriers Association—have expressed continued opposition to this
alternative.

Because it has been determined that the 1-270/1-76 Reroute Alternative
is not reasonable, an additional Supplemental Draft EIS to analyze the
impacts for this alternative in more detail is not necessary. To see more
details on the analysis performed on the 1-270/1-76 Reroute Alternative,
please see Attachment C, Alternatives Analysis Technical Report
Addendum.

ALT4. s the Revised Viaduct Alternative still being
considered in the Final EIS?

The Revised Viaduct Alternative is a reasonable alternative and is
considered and evaluated in the Final EIS. However, the Partial Cover
Lowered Alternative with Managed Lanes has been identified as the
Preferred Alternative. It provides more opportunities for mitigation in the
Elyria and Swansea neighborhood and is more widely supported by the
community and various stakeholders.
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Impacts and Mitigation Measures

IMP1. What plans does CDOT have to offset the
project’s impacts?

Many of the mitigation measures CDOT is committing to include

are typical mitigation measures that would be part of any project.

One example is Best Management Practices (BMPs), which are

effective, feasible (including technological, economic, and institutional
considerations) conservation practices and land and water management
measures that avoid or minimize adverse impacts to natural and cultural
resources. BMPs may include schedules for activities, prohibitions,
maintenance guidelines, and other management practices. Physical BMPs
may include items such as hay bales for erosion control or silt fencing.

Additionally, many of the resources evaluated involve regulatory items
or procedures that need to be followed, and may include mitigation
requirements. Typical BMPs and regulatory items are included in the
estimate to construct the project, and are not called out separately unless
there is specific reason for doing so. The majority of these items are
captured within the specifications/construction plans for the project.

Examples of typical mitigation measures and standard BMPs and
regulatory items to be provided include (note this is not an all-inclusive
list):

= Compensate any person(s) whose property needs to be acquired for
the Preferred Alternative according to the U.S. Constitution and
the Uniform Relocation Assistance and Real Property Acquisition
Policies Act (Uniform Act) of 1970, as amended.

= Follow the Programmatic Agreement with the State Historic
Preservation Office (SHPO) for mitigation commitments to historic
resources.

= Construct noise walls, as required, to minimize noise impacts for
post-construction conditions.

= Conduct preconstruction paleontological surveys and continuous
paleontological monitoring during all phases of construction.

= Return all parks and trail crossings to their pre-construction state,
and maintain trail access during construction.

= Mitigate permanent impacts to Section 6(f) properties (certain
public recreation and outdoor properties) in accordance with Section
6(f)(3) of the Land and Water Conservation Fund (LWCF) Act.

= Cover, wet, compact, or use chemical stabilization binding agents to
control dust and excavated materials at construction sites.

= Use wind barriers and wind screens to prevent spreading of dust
from the site.

= Cover all dump trucks leaving sites to prevent dirt from spilling
onto streets.

= Prohibit unnecessary idling of construction equipment.

= Locate construction staging areas as far away as possible from
residential uses.

= Comply with Senate Bill 40 (state wildlife and habitat protection),
CDOT Impacted Black-Tailed Prairie Dog Policy, and CDOT
Standard Specifications for protection of migratory birds.

= Mitigate unavoidable, permanent wetland impacts at a 1:1 ratio in a
wetland mitigation bank in the South Platte River watershed.

= Return wetlands temporarily impacted to pre-construction
conditions.

= Use best management practices for groundwater dewatering,
treatment, and disposal during the construction process.

= Implement standard construction measures for stormwater erosion
control.

= Investigate ways to maintain safe and efficient connections
through the neighborhood during construction for all modes of
transportation. This will mean active communication to the residents
so that they are aware of temporary street closures and detours. It
could also include working with RTD to minimize disruptions to
service areas and schedules.

Comments received during public outreach efforts were considered by
CDOT and reasonable and feasible mitigation ideas were incorporated
in the project as appropriate. In response, the project team has developed
additional mitigation measures beyond those required or normally
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provided in Colorado to lessen the adverse impacts in the project study
area. Any mitigation measures included in the Record of Decision for the
project must and will be completed.

= Provide a covered segment over 1-70, up to 1,000 feet long,
where it will pass below grade through the Elyria and Swansea
Neighborhood, including an urban landscape on top.

= Provide for a base level of landscaping on the highway cover
necessary to provide an active community space for surrounding
residents and local neighborhoods, support social and pedestrian
connections in the Elyria and Swansea Neighborhood, and provide
new space for the Swansea Elementary School.

= Provide funding to Community Resource Housing Development
Corporation (CRHDC), which they will use to assist residential
and business displacees with financial counseling and procurement
of financing for replacement property and securing business and
residential loans. CDOT has already provided funding to CRHDC
as early mitigation.

= To reduce impacts from dust and noise during construction, for
homes between 45th and 47th Avenues, from Brighton Boulevard to
Colorado Boulevard:

- Provide interior storm windows

- Provide two portable or window-mounted air conditioning
units with air filtration and assistance to pay for the potential
additional utility costs during construction

= Provide $2 million to replace some low-income housing units
acquired in the Elyria and Swansea Neighborhood through existing
available programs.

= Facilitate opportunities to promote hiring individuals from the
communities, such as job fairs with contractors. Other areas that
CDOT is researching include investing funds in a local workforce
development program aimed at job readiness training prior to
construction and submitting an application for the US DOT pilot
program to execute geographic-based hiring preferences for the 1-70
East project.

= Contribute to existing programs that facilitate access to fresh food.

= Provide a robust and context-sensitive communications and
outreach plan throughout construction to ensure residents are kept
informed.

= Redesign and reconstruct the Swansea Elementary School
playground, including building a playground in a temporary

location during construction and rebuilding school parking facilities.

Other mitigation measures for the school include:

- Install new windows, doors, and a new heating and ventilation
system (HVAC).

- Build two additional classrooms.

= Collect representative soil samples of three or four recently
cleaned-up residential properties pre-, during, and post-construction
to test for lead and arsenic to ensure that the properties aren’t
re-contaminated due to construction activities. Require contractor to
implement standard dust control measures (specifically, for PM10),
like watering, erosion control blankets, or reseeding, as a condition
for conducting work. In addition, continuous PM10 monitors
will be placed along portions of the project corridor where active
construction is under way. These monitors will have “alert levels”
to give early notice to onsite construction workers if there are high
dust readings so they can address the problem immediately.

= Provide funding and participate in a documentary covering the
history of I-70 East and its relationship to the Elyria and Swansea
and Globeville neighborhoods. CDOT has already completed this
task as early mitigation. This documentary is available on the
project website at www.I-70east.com.

For more detail on and the full list of mitigation measures, refer to
Section 5.23, Summary of Project Impacts and Mitigations, of the Final
EIS.

IMP2. How will water from heavy weather events be
conveyed and treated in the lowered section?

Project design for the Partial Covered Lowered Alternative provides
capture and conveyance for the 1-percent annual chance (100-year)
storm event and substantially reduces the risk of flooding north of I-70,
compared to the existing conditions. An onsite drainage system will
capture stormwater from the highway and an offsite drainage system
will capture stormwater from the surrounding neighborhoods. Prior

to discharging to the receiving stream, the onsite drainage system will
discharge to a water quality pond to provide water quality treatment. The
outlets of the ponds are smaller than the inlets of the ponds, so runoff is
temporarily stored in the ponds and releases over a period of a few days.
During this time (CDOT requires a minimum drain time of 40 hours),
sediment settles out of the runoff and is stored in the ponds. The runoff,
with reduced sediments, discharges to the South Platte River. Permanent
water quality BMPs are included in the design for these systems.

Denver is in the planning stages of its separate Two Basin Drainage
Project. Depending on the timing of Denver’s construction of the
Two Basin Drainage Project, it could allow for the outflow of the 1-70
East offsite system to be modified, reducing [-70 East impacts for the
Preferred Alternative.

IMP3. How will the highway traffic noise be minimized
in the adjacent neighborhoods after construction?

Noise impacts and mitigation measures were analyzed in accordance
with CDOT’s Noise Analysis and Abatement Guidelines (2015).
Thorough analysis was conducted for each neighborhood and each
alternative, including the noise reduction associated with the lowered
highway and cover in the Partial Cover Lowered Alternative. Mitigation
analyzed optimal noise wall placement and height for all impacted
receptors. Analysis then determined if the optimal noise walls were
feasible and reasonable per CDOT’s standards. The Final EIS provides
details and locations of sound walls that are found to be feasible and
warranted. For more information regarding noise analysis and the
proposed mitigation measures, see Section 5.12, Noise, of the Final EIS.

IMP4. How will construction impacts to Swansea
Elementary School be mitigated?

CDOT has been working with DPS to develop construction mitigation
measures for Swansea Elementary School. An alternate location for the
school will not be implemented during the construction period.

Mitigation measures for the school include providing a new HVAC
system, doors, and windows to reduce the dust and noise impacts to

the school and its users, specifically during the roadway construction
period. CDOT also will pay for the construction of two new classrooms.
Providing additional classrooms prior to highway construction will help
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mitigate some impacts by providing offsetting benefit to the community
to enhance the overall quality of the school beyond the construction
period. These upgrades will be completed before the construction starts.

CDOT has been coordinating with DPS and Swansea Elementary
School’s principal throughout the project to identify the school’s needs
and redesign the school site. The school playground will be temporarily
reconfigured to move it away from the construction zone, with ultimate
redesign of the school site included in the final design.

Finally, continuous PM10 air quality monitoring will be conducted in the
area during construction to evaluate for any potential temporary increases
in PM10 levels during construction. This system will alert contractors
when increased construction mitigation measures are needed.

IMP5. How is CDOT preserving the impacted historic
properties within the study area?

CDOT and FHWA recognize the significance of the historic resources
within the project area. However, to meet the purpose and need of

the project, historic resources will be adversely impacted. FHWA and
CDOT are working closely with the State Historic Preservation Office
(SHPO) and consulting parties to minimize potential effects and institute
appropriate mitigation.

A draft Programmatic Agreement that provides a process to agree

on mitigation of adverse effects and reevaluate eligibility and effects

to historic properties, as appropriate, has been developed and is in
review with SHPO and the consulting parties. The Programmatic
Agreement also includes examples of mitigation measures that could be
implemented. The Programmatic Agreement will be executed prior to the
ROD and will be included as an attachment.

See Section 5.6, Historic Preservation, of the Final EIS for more
information about the impacts to historic properties and the associated
mitigation measures.

IMP6. How will CDOT handle hazardous materials
identified and/or encountered within the project area?

CDOT will conduct appropriate surveys for asbestos, lead-based paint,
and universal wastes prior to demolition of any building structures. If
these materials are encountered, they will be removed in accordance with
applicable regulations and guidelines.

January 2016

If asbestos-containing materials are encountered, including buried
utilities, CDOT will follow CDOT Specification 250.07,
Asbestos-Containing Material Management, and CDOT

Asbestos-Contaminated Soil Management Standard Operating Procedure.

Additionally, depending on the type of contamination, this material will
be cleaned up in accordance with either Section 5.5 of the Solid Waste
Regulations, or Regulation No. 8 of the Air Quality Control Commission
Regulations.

The Colorado Department of Labor and Employment, Division of Oil
and Public Safety, regulates petroleum products and chemical USTs

and certain petroleum-containing above-ground storage tanks (ASTS).
Releases must be reported to the Division of Oil and Public Safety, and
investigation and cleanup must be implemented, as required. Most USTs
have had a spill or leak at some point in their life cycle. Small leaks
may not be identified until the UST is taken out of service and formally
closed.

Groundwater and soil sampling have been performed as part of the
hazardous materials analysis for the EIS and the results are available in
Section 5.18, Hazardous Materials, of the Final EIS.

Additionally, CDOT commits to collect representative soil samples of
three or four recently cleaned-up residential properties pre-, during,

and post-construction to test for lead and arsenic to ensure that the
properties aren’t re-contaminated due to construction activities. Any
hazardous materials that have been exposed during construction will

be identified and treated. This commitment was generated due in large
part to comments received during the Supplemental Draft EIS regarding
concerns with arsenic and lead.

Section 5.18, Hazardous Materials, of the Final EIS identifies various
mitigation measures that will be implemented during construction to
protect community and worker health and safety, as well as measures to
manage and prevent the spread of contamination, if present.

IMP7. How is CDOT planning to minimize dust during
construction?

Dust suppression measures (for example, stabilizing and covering loads
of soil and debris during transport and storage, watering disturbed areas,
and/or stabilizing and revegetating exposed areas after construction) will
be implemented to control dust impacts.

Additionally, to reduce impacts from dust during construction and
minimize the need for window ventilation, for homes between 45th and
47th Avenues, from Brighton Boulevard to Colorado Boulevard:

= Provide interior storm windows

= Provide two portable or window-mounted air conditioning units
with air filtration and assistance to pay for the potential additional
utility costs during construction

IMP8. How will noise be controlled and minimized
during construction?

Measures will be taken to minimize noise during construction.
Construction noise mitigation measures can be found in the FHWA’s
Highway Construction Noise Handbook. CDOT will require the
contractor to use BMPs to reduce noise during construction. Additionally,
to reduce impacts from noise during construction and minimize the need
for window ventilation, for homes between 45th and 47th Avenues, from
Brighton Boulevard to Colorado Boulevard:

= Provide interior storm windows

= Provide two portable or window-mounted air conditioning units
with air filtration and assistance to pay for the potential additional
utility costs during construction

This project will abide by the appropriate city codes as they pertain
to construction noise. If noise levels during construction are expected
to exceed the limits from the city codes, the contractor must obtain
the necessary ordinance variance which typically includes additional
mitigation measures. See the Final EIS, Attachment K, Traffic Noise
Technical Report, under Section 6.4, Construction Noise, for further
information.

In the vicinity of Swansea Elementary School, construction noise will

be reduced to the maximum extent possible during school hours. If
possible, construction should take place during times when school is not
in session. If this is not possible, high construction noise activities should
take place during non-school hours. Temporary noise shielding also
could be used around the school playground and other outdoor areas of
frequent use.
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Preferred Alternative

PAL1. What are the benefits of the highway cover?

Incorporation of the highway cover will help reconnect the surrounding
neighborhoods by providing easy and safe connections between these
communities for all users, especially pedestrians and bicyclists. The
inclusion of the highway cover with an urban landscape and a community
space helps achieve some broader community goals of livability, quality
schools, and safe streets along with supporting the existing communities
along the corridor. In addition, the highway cover reduces noise impacts
in adjacent areas. The cover will directly contribute to improved air
quality, resulting in PM10 concentrations that are lower at Swansea
Elementary School and the surrounding area than they would be in the
future without the cover (No-Action Alternative). Additionally, the cover
will indirectly improve neighborhood conditions by encouraging walking
and bicycling for short trips to local destinations.

PAZ2. Why was the cover provided as part of the
Preferred Alternative?

The Partial Cover Lowered Alternative was developed in response

to the community’s concerns to reconnect the Elyria and Swansea
Neighborhood by removing the existing viaduct or the potential for

a newly constructed viaduct, and placing the highway below ground
level. By placing the highway below grade in this area, the visual barrier
created by the existing viaduct will be eliminated. The 900 foot cover
over the lowered section of I-70 will have a park or urban landscape

on it that can draw in residents from both the north side and the south
side of the highway, creating a seamless connection across the highway
and providing additional connectivity within the neighborhood. It will
be located between Clayton Street and Columbine Street and will not
exceed 1,000 feet in length due to ventilation requirements mandated in
fire and safety standards.

The cover for the highway was developed to mitigate the adverse

impacts to the Elyria and Swansea Neighborhood and to restore and
enhance neighborhood cohesion, which was disrupted decades ago by the
original I-70 construction in the 1960s. The highway cover is intended

to serve as an active community space for the surrounding residents

and local neighborhoods, while also providing mitigation for Swansea
Elementary School. To provide a seamless connection between the

highway cover and the school and a safe environment for students to use
the cover facilities, 46th Avenue on the north side of the highway will be
discontinued between Clayton Street and Columbine Street.

The landscaped cover also supports social connections in the Elyria and
Swansea Neighborhood by creating a place where residents and visitors
can gather and interact. The amenities and design in this space—such as
playgrounds and sports fields— will be based on community input and
needs.

PA3. Who will maintain the highway cover?

CDOT is responsible for the maintenance of the structure of the cover.
Maintenance of the features and landscaping on the cover has not been
determined at this time. CDOT is working with Denver and DPS to
develop agreements for shared use on the cover and long-term operations
and maintenance of the cover. The maintenance commitment plan will
be developed and these agreements will be finalized before construction
begins.

PA4. What features will be included in the cover
design?

The cover is intended to be a shared space between the surrounding
community and Swansea Elementary School. The landscaped cover also
supports social connections in the Elyria and Swansea Neighborhood

by creating a place where residents and visitors can gather and interact.
The amenities and design in this space—such as playgrounds and sports
fields— will be based on community input and needs. See Attachment P,
Cover Planning Efforts, of the Final EIS for more information regarding
cover planning.

PAS. What will lighting be like under the cover?

The lighting of the covered section will be designed to meet fire and
safety requirements, as well as to avoid the “black hole effect,” which
was a major issue with the old 1-70 Stapleton tunnels. The covered area
of the highway will be well lit by using the latest lighting technologies to
enhance drivers’ safety and operations on the highway.

This photo from the Twin Tunnels on I-70 outside of Idaho
Springs, Colorado is an example of latest lighting technologies
(on left) vs. old standards of lighting.

PAG6. Will the Steele Street/Vasquez Boulevard
interchange be closed with the Preferred Alternative?

As identified in the Final EIS, the Steele Street/Vasquez Boulevard
interchange will remain open as part of the Preferred Alternative design
in response to the comments received during the Supplemental Draft EIS.
Highway access would be provided through a split-diamond interchange
at Steele Street/Vasquez Boulevard and Colorado Boulevard with slip
ramps. The slip ramps allow for full movement at the interchange while
minimizing traffic in the neighborhood and the footprint of the highway
at the Steele Street/Vasquez Boulevard interchange. See Chapter 3,
Summary of Project Alternatives, of the Final EIS for more information.

PA7. Why was the Managed Lanes Option identified as
the preferred operational option?

The Managed Lanes Option is identified as the Operational Option of
the Preferred Alternative because of its long-term operational flexibility
and mobility benefits. Managed lanes provide drivers with flexibility
by allowing them to pay a fee to bypass congestion in general-purpose
lanes, improving reliability in travel times. It also allows CDOT to
manage congestion over the long term, reducing the need for future
expansion. The Managed Lanes Option also has a higher throughput
potential, meaning it accommodates more people at a given time. This
option accommodates express buses, vanpools, and other high-occupancy
vehicles, providing increased service to those riders. This option also
promotes the use of carpools to avoid congestion.

January 2016
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PA8. Does the Preferred Alternative include a second
highway cover?

A second cover is not included as part of the Preferred Alternative.
However, to accommodate Denver’s interest in constructing a second
cover in the future, the Preferred Alternative includes an overall approach
to design and construction that would not preclude the construction of a
second cover over the highway from west of the Steele Street/Vasquez
Boulevard interchange to east of Cook Street. If a second cover is
pursued by others in the future, air quality would need to be analyzed.

PA9. Does the Preferred Alternative reduce
north-south connectivity?

The following north/south connections from Brighton Boulevard to
Quebec Street are included, maintained, modified, or eliminated based on
the analysis and continued coordination:

= Brighton Boulevard: vehicular connection under I-70 remains

= York Street: vehicular connection across 1-70 is maintained as a
one-way street

= Josephine Street: vehicular connection across I-70 is maintained as
a one-way street

= Columbine Street: vehicular connection across I-70 is maintained as
a two-way street

= Elizabeth Street: direct vehicular connection south of 1-70 does
not currently exist; Elizabeth Street between 47th Avenue and
46th Avenue North will be vacated to accommodate the school
improvements

= Thompson Court: vehicular connection to 46th Avenue is
maintained; access across I-70 does not currently exist

= Clayton Street: vehicular connection across I-70 is maintained as a
two-way street

= Fillmore Street: vehicular connection across 1-70 is added as a
two-way street

= Milwaukee Street: vehicular connection to 46th Avenue is
maintained; access across I-70 does not currently exist
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= Steele Street/Vasquez Boulevard: vehicular connection across 1-70
is maintained as a two-way street

= Cook Street: two-way vehicular connection across 1-70 is added

= Madison Street: vehicular connection to 46th Avenue South is
maintained; access to 46th Avenue must be made via the proposed
Monroe Street one block east; access across 1-70 does not currently
exist

= Monroe Street: two-way vehicular connection across 1-70 is added,;
new roadway is extended north and south to replace the eliminated
Garfield Street connection

= Garfield Street: connection across 1-70 is eliminated and replaced by
the new Monroe Street connection

= Colorado Boulevard: vehicular connection over 1-70 remains
= Dahlia Street: vehicular connection under I-70 remains
= Holly Street: vehicular connection under 1-70 remains

= Monaco Street: vehicular connection under I-70 remains

Quebec Street: vehicular connection under 1-70 remains

For more information on the north/south connections that are proposed
as part of the Preferred Alternative, please see Chapter 3, Summary of
Project Alternatives, in the Final EIS.

Air Quality and Health

AQ1l. Was a Health Impact Assessment performed for
the 1-70 East Final EIS?

Based on public comments, much of the concern for health relates

to the air quality surrounding the highways. A health study (health

impact assessment or health risk assessment) is not required by NEPA

or the Clean Air Act and therefore it has not been performed for this
project. The current health status of the affected communities has

been thoroughly discussed in the DEH’s Health Impact Assessment
(September 2014). The Final EIS adds to the information discussed in the
DEH study by showing how air quality is likely to change in the future
under different project alternatives. The analyses conducted for the Final

EIS show that EPA’s air quality standards for CO and PM10 will be

met, PM10 levels will be better at Swansea Elementary School with the
project than under the No-Action Alternative and MSATSs will drop by 70
to 90percent regardless of which alternative is chosen. Potential impacts
from the 1-70 redevelopment project, including effects of each alternative
on the ability to meet the health-based NAAQS, and on levels of MSATSs,
are discussed in detail in Section 5.20, Human Health Conditions, in the
Final EIS.

As seen in the emissions inventories for NAAQS pollutants and MSATS,
the difference between the alternatives (including the No-Action
Alternative) in emissions is around 2 to 4 percent or less. See Attachment
J, Air Quality Technical Report. Further, the emissions (and, therefore,
likely concentrations) associated with 1-70 East are substantially
declining because of improved mobility, reduced congestion, and cleaner
vehicle emission standards. For example, the MSAT emissions estimates
prepared by APCD show that diesel particulate matter emissions are
predicted to drop from 749 pounds per day in 2010 to 48 pounds per day
(No-Action Alternative) or 49 pounds per day (Partial Cover Lowered
with Managed Lanes) in 2035. Benzene emissions are predicted to drop
from 133 pounds per day in 2010 to 26 pounds per day (No-Action
Alternative) or 27 pounds per day (Partial Cover Lowered with Managed
Lanes) in 2035. The other MSATs emissions will have similar reductions.
See Attachment J, Air Quality Technical Report at Section 7.4. All of
these emissions levels incorporate predicted increases in VMT in the
corridor. Thus, a health impacts assessment would, at most, show very
minor differences between alternatives with much lower impacts than
historic or current levels in terms of air quality impacts. This would not
affect choices among the reasonable alternatives.

AQ2. Why were additional transportation-related
pollutants, including fine particulates (PM2.5) and
oxides of nitrogen (NO2), not examined at the same level
of detail given to carbon monoxide (CO) and coarse
particulates (PM10)?

The Air Quality protocols (available in Attachment J of the Final EIS,
Air Quality Technical Report, Appendix A) were developed through
interagency coordination between CDOT, the FHWA, the CDPHE, and
the EPA. All agencies agreed to the protocols, which did not include
PM2.5 or NOx modeling.
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PM2.5 and NO2 were not modeled for roadside concentrations in the
Final EIS because they are not pollutants of concern in the Denver

area or the project area at the present time or for the foreseeable future.
The Denver area has never violated the NAAQS for PM2.5 and is not

in imminent danger of doing so based on current monitoring data and
predicted trends. The current sixth-highest 24-hour value (which is the
value used to determine compliance per EPA’s regulation) for PM2.5 at
CDPHE’s 1-25/8th Avenue monitoring site (which has higher ADT than
the current I-70 East project area) is 30 pg/m3, compared to the standard
of 35 pug/m3. Therefore, no hotspot modeling for PM2.5 is required. With
regard to NO2, the EPA conformity regulations do not require hotspot
modeling for NO2. See 40 C.F.R. Section 93.116.

PM2.5 and NO2 were examined through emissions inventories. There is
very little variation in emissions between the Build Alternatives and the
No-Action Alternative due to improved mobility, reduced congestion,
and cleaner vehicle standards.

AQ3. Will the highway improvements cause an
increase in air pollution for local residents or Swansea
Elementary School?

The MSAT and NAAQS air quality analysis performed for the Final

EIS shows that overall emissions will decrease in the future because of
improved mobility, reduced congestion, and cleaner vehicle emission
standards. For MSATSs, the analysis showed that the I-70 East project
will have a minimal effect on annual emissions within the study area (see
Exhibit 5.10-21 of the Final EIS), with the various alternatives showing
a range of annual MSAT emissions from 2.1 percent to 3.8 percent above
the No-Action Alternative in the design year of 2035. The overall trend
in MSAT emissions is clearly downward with all alternatives showing

an approximately eight- to nine-fold decrease from current rates by 2035
(Exhibit 5.10-21 of the Final EIS).

Throughout the NEPA process, CDOT and FHWA have consulted
extensively with the EPA and CDPHE on the approach and methods

for the air quality analyses. This consultation has resulted in agreement
on the analysis methodologies and the results of these analyses. The
roadside (hotspot) CO and PM10 analyses used the current traffic
estimates and emissions and pollutant dispersion models, and were
reviewed by the EPA. The CO hotspot analysis showed that all
alternatives will result in CO levels well below the NAAQS. The PM10
analysis showed that all alternatives will result in levels at or below the
NAAQS for this pollutant. It is also worth noting that both analyses were

conducted at the worst-case scenario locations within the project study
area, ensuring that air quality conditions in other areas will be less than
those resulting from the hotspot analyses.

Additionally, modeling receptors were placed at Swansea Elementary
School for the PM10 hotspot analysis, with the results presented in
Exhibit 5.10-13 of the Final EIS to show that all of the locations modeled
would remain well below the health-based NAAQS for PM10. Air
monitoring will be conducted during construction activities to ensure that
air quality at the school does not reach dangerous levels.

AQ4. Will exposure to highway air pollution result in
adverse health conditions?

Current research states that exposure to highway air pollution can result
in adverse health conditions; however, it is difficult to determine the
extent the emissions from I-70 would affect the surrounding community.
NAAQS limits set by EPA, protect human health. The modeled air
quality values for the I-70 East project are below the NAAQS and
demonstrate that there is no exceedance or impact from the project based
on EPA’s health-based standards for these pollutants. Therefore, there are
no projected impacts from the project related to pollutants covered by the
NAAQS.

The Health Effects Institute Special Report #16, Mobile-Source Air
Toxics: A Critical Review of the Literature on Exposure and Health
Effects, states the cancer health effects attributable to MSATS are difficult
to discern because the majority of quantitative assessments are derived
from study groups of workers with high concentration exposures and
because some cancer potency estimates are derived from animal models.
Exposure to many MSATs comes from sources other than vehicles, and
identifying effects in community studies is challenging because of low
ambient concentrations, exposures to multiple possible toxicants, and
other confounding factors.

In January 2010, the Health Effects Institute released Special Report
#17, investigating the health effects of traffic-related air pollution. The
researchers felt that there was “sufficient” evidence for linking asthma
to traffic related pollution. Evidence was “suggestive but not sufficient”
for other detrimental health outcomes such as cardiovascular mortality.
Study authors also noted that past epidemiological studies may not
provide an appropriate assessment of future health associations because
vehicle emissions are decreasing over time.

Finally, in 2011, three studies were published by the Health Effects
Institute evaluating the potential for MSAT hot spots. In general, the
authors confirmed that while highways are a source of air toxics,

they were unable to find that highways were the only source of these
pollutants. They determined that near-road exposures often were no
different or no higher than background (or ambient) levels of exposure
and, hence, no true hot spots were identified. These reports (Report
Numbers 156, 158, and 160) are available from the Health Effects
Institute’s website: http://pubs.healtheffects.org/index.php.

Additionally, CDOT notes that while the incidence of some health effects
(such as asthma, autism, and attention-deficit/hyperactivity disorder)

in the U.S. population appears to have been increasing, motor vehicle
emissions have declined. This decline in MSAT emissions is documented
in Figure 13 of Attachment J, Air Quality Technical Report, of the Final
EIS and for other pollutants at epa.gov/ttn/chief/trends/. This negative
correlation between emissions trends and health effects trends illustrates
the complexity of the issues. Health Risk Assessments that have been
conducted for highways show health risks well below EPA’s acceptable
risk factors. For example the conclusion from the South Mountain
Freeway Health Risk Contributions from Highway Projects found: “the
MSAT risk estimates in the studies summarized above are correct, it
means that the incremental risk of cancer from breathing air near a major
roadway is several hundred times lower than the risk of a fatal accident
from using a major roadway.”

The EPA’s National Emission for Hazardous Air Pollutants for benzene
emissions is based on a risk level of 100 cases of cancer per million.
Meanwhile, the EPA’s 2007 rule covering vehicles and fuels is designed
to a risk level of approximately 5 cases of cancer in a million; 20 times
less than the standard for the pollutant in general.

Also see Section 5.20, Human Health Conditions, of the Final EIS for
project-specific information on the topic. AQ2 and AQ3 have information
on declining emissions.

AQ5. What will air quality be like in and near the park
planned for the highway cover in the Partial Cover
Lowered Alternative, as well as inside the covered
highway section itself?

Air quality around the cover was examined in the 1-70/1-25 PM10
hotspot analysis, utilizing state-of-the-art modeling software to estimate
the pollutant concentrations in the area. This analysis showed that all of
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the areas around Swansea Elementary School and the cover were well
below the ambient air quality standards for PM10. Additionally, Exhibit
5.10-13 of the Final EIS shows that modeled PM10 concentrations

at Swansea Elementary School will be lower with the Partial Cover
Lowered Alternative than with the No-Action Alternative or the Revised
Viaduct Alternative, as a result of the cover adjacent to the school.

With regard to air quality within the covered highway section, the cover
was designed to be short enough not to require artificial ventilation
during normal operation. As the two directions will be separated by

a full-height wall, the action of cars moving through each side of the
covered section will keep air moving through so that pollutants do not
accumulate to unhealthy levels. According to a fire safety and ventilation
report prepared for the project (Appendix E to the 4ir Quality Technical
Report of the 2014 Supplemental Draft EIS), traffic would have to be at
a complete stand still for 27 minutes before the level of pollutants would
rise to the point of requiring ventilation. In such a situation, or in case
of a fire or other accident that could cause unhealthy air quality under
the cover, an emergency ventilation system will be provided to clear the
air and keep it safe for people inside. The design of the cover includes
jet fans that will help move the air through the covered portion of the
highway, when necessary.

With regard to air quality near the openings of the covered highway
section, studies have shown that pollutant concentrations dissipate
rapidly with distance from the tunnel openings. See the Air Quality
Technical Report, Attachment J to the Final EIS for more information.

AQG6. Will the Preferred Alternative worsen the air
quality in the project area?

By improving mobility and reducing congestion through increased
capacity and reduced travel times along with the closure of the Pilot
Travel Center truck stop as a result of the project, the Preferred
Alternative is anticipated to generally improve air quality in the area
compared to the No-Action Alternative. As seen in the emissions
inventories for NAAQS pollutants and MSATSs, the difference between
the alternatives (including the No-Action Alternative) in emissions is
around 2-4 percent or less, even though VMT will increase. See the
Air Quality Technical Report, Attachment J to the Final EIS for more
information.
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In the 1-70/1-25 PM10 hotspot analysis, for example, the modeled

PM10 concentration for the Preferred Alternative is 57 pug/m3, whereas
the No-Action Alternative concentration is 62 pug/m3. Nine of the 10
receptors at Swansea Elementary School show PM10 concentrations that
are 10 pg/m3 lower for the Preferred Alternative than for the No-Action
Alternative, with the same concentration between the two alternatives for
the remaining receptor.

The design values for all alternatives at the 1-25 hotspot and 1-225
hotspot locations are equal to or below the 24-hour PM10 NAAQS of
150 pg/ma3. The greatest difference between the No-Action Alternative
and a Build Alternative occurs at the 1-225 hotspot for the Revised
Viaduct and Partial Covered Lowered Alternatives with Managed Lanes
Option. These alternatives show increases of as much as 57 percent
between modeled concentrations, but still below the NAAQS.

AQ7. How does CDOT plan to monitor the air
quality in the adjacent neighborhoods and near
Swansea Elementary School before, during, and after
construction activities?

Prior to beginning the construction phase, the contractor will be required
to produce a Fugitive Dust Control Plan for the project, which must be
approved by the CDPHE’s Air Pollution Control Division (APCD) as
part of the air permitting process. The plan will be reviewed by APCD
staff to ensure that BMPs are stipulated for the control of airborne dust
from construction activities. Adherence to the plan during construction
activities will minimize the effects of dust on surrounding communities.

The construction project team also will establish a Construction Air
Quality Monitoring Plan, which will outline the specific monitoring
needs, equipment, and processes used to measure, maintain, and report
PM10 data. It will establish data capture and public data reporting
protocols. The plan will include supporting documents that define
concentration thresholds for alerting onsite construction management
to rising dust levels that they need to implement extra dust suppression
BMPs at the target site. A list of BMPs and construction activities will
be included in this plan. The plan also will include quality control

and action plan items required for EPA and APCD data reporting and
equipment calibration and maintenance.

During construction, air monitoring will be conducted to ensure that
dust control efforts are successful in preventing violations of air quality
standards. The air quality monitoring conducted during construction on

the 1-70 East project will focus on PM10 monitors in active construction
areas along the corridor, as practicable, to monitor hourly PM10
concentrations. The purpose of this temporary monitoring will be to
maintain awareness of dust generation from active ground-disturbing
processes, such as demolition, excavation, rock crushing, etc.; to help in
identifying localized rising dust levels; and to activate a responding BMP
Implementation Plan if dust levels attain pre-determined thresholds.

Additionally, as noted in Section 5.18, Hazardous Materials, of the Final
EIS, site-specific health and safety and materials management plans
will be developed by CDOT to stipulate required response measures

if hazardous materials are encountered during construction to ensure
protection of worker and public health and safety.

Property Impacts

PROP1. Does the Managed Lanes Option require
additional right-of-way acquisition?

The Managed Lanes Option does not require more width or lanes than
the General-Purpose Lanes Option west of [-270 (five general-purpose
lanes in each direction for the general-purpose lanes option, three
general-purpose lanes and two managed lanes in each direction for the
managed lanes option). The Managed Lanes and General-Purpose Lanes
Options both use the same width for analysis purposes. East of [-270, the
Managed Lanes Option is wider than the General-Purpose Lanes Option
in the ultimate configuration, because of additional ramps that will
provide direct connections from the Managed Lanes to 1-270, 1-225, and
Pefia Boulevard.

PROP2. What property impacts will the Preferred
Alternative have to the nearby neighborhoods? How will
CDOT assist the displaced residents?

The Preferred Alternative will require the acquisition of property that
will result in the relocation of 56 residential units and 18 businesses
(including one non-profit organization).
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CDOT will notify all impacted owners and renters of the intent to acquire
an interest in their property, including providing a written offer of just
compensation specifically describing those property interests. A
right-of-way specialist will be assigned to each property owner to help
them understand and navigate this process.

Residents (renters or owners) will not be required to move unless at
least one comparable Decent, Safe, and Sanitary (DSS) replacement unit
is available. DSS standards are established by federal regulations and
conform to applicable local housing and occupancy codes. CDOT will
provide comparable replacement housing that is DSS and within the
resident’s financial means, before any residents will be required to move.
If such comparable replacement housing is not available, the regulations
allow the agency to provide a replacement housing payment in excess of
the statutory maximum as part of the Last Resort Housing process.

The Fifth Amendment of the U.S. Constitution provides that private
property may not be taken for a public use without payment of just
compensation. Additionally, the Uniform Relocation Assistance and Real
Property Acquisition Policies Act of 1970 (Uniform Act) is a federally
mandated program that applies to all acquisitions of real property or
displacements of persons resulting from federal or federally assisted
programs or projects, such as the implementation of these project
alternatives. The Uniform Act was created to provide for and ensure that
just compensation for government-acquired land is applied “uniformly.”
CDOT requires Uniform Act compliance on any project for which it has
oversight responsibility, regardless of the funding source.

PROP3. Will CDOT replenish the housing stock in the
neighborhood to mitigate the acquisition impacts?

To offset the loss of some residential units in the neighborhood, CDOT
will provide $2 million in funding to develop affordable housing units in
the Elyria and Swansea Neighborhood through available programs.

PROP4. Will residents in the vicinity of I-70 be
provided assistance to move if they choose to move?

The only parties eligible for relocation benefits from CDOT are building
occupants who are directly displaced by a CDOT acquisition as a result
of this project and who meet the applicable requirements for eligibility.
Relocation is not needed or appropriate for other residents because

air pollutant concentrations will be below federal health standards

and declining over the life of the project. Noise levels will be lowered

through the lowered section of 1-70, the cover and sound walls. Moving
residents of homes not needed for actual construction would be an
expensive measure that would disrupt communities rather than improving
them by displacing more people than the bare minimum necessary to
safely meet the purpose and need.

PROPS5. Will CDOT relocate Swansea Elementary
School farther away from I-70 to lessen the impacts from
the project?

Swansea Elementary School has been identified as a very important and
valuable resource in the Elyria and Swansea Neighborhood. The project
team researched the neighborhood to identify another suitable locations
for the school. The only available location identified was where the
Swansea Recreation Center currently resides. The community expressed
opposition to moving the school to the recreation center site because of
the adjacent railroad tracks. The decision to keep the school at its current
location was made during outreach opportunities conducted to review
alternative sites for the school, and surveys of parents at the school
during the PACT process.

CDOT developed the Partial Cover Lowered Alternative to keep the
school in its current location while minimizing impacts to it. The
mitigation for the school redesigns and expands the school grounds and
provides upgrades to the school building.

The residents of the Elyria and Swansea neighborhood are in favor of the
school remaining at its current location with the Preferred Alternative.
DPS also supports this decision.

Environmental Justice Considerations

EJ1. Has CDOT accounted for impacts to the
Environmental Justice communities?

CDOT recognizes that the project passes through environmental justice
neighborhoods, and so provided an unprecedented level of public
involvement tailored to meet the needs of these low-income and minority
people to find ways to improve the project, and lessen the impact of the
project. The I-70 East project team used a variety of tools to solicit input
and involvement from stakeholders that addressed issues of diversity in
language, level of literacy, and exposure to media including:

= Opening a project office within the project area

= All public meetings are conveniently located within the project area
and accessible by public transportation

= Providing childcare, food, and translations at every public meeting

= Providing notifications and advertisements in both English and
Spanish

= Provide announcements in local and regional media and at faith-
based organizations

= Using local businesses to cater meetings and provide translation
services

= Employing project area residents to lead and staff outreach efforts
= Distributing flyers door-to-door to area residences and businesses

= Providing several methods of contact with the project team
including e-mail, telephone, website, postal mail, and walk-ins

= Providing all communication in both English and Spanish

CDOT performed critical analyses that focused on specific impacts in
these underserved communities, including some that are mentioned
in the 2014 DEH Health Impact Assessment: neighborhood and street
connectivity, air quality, access to transit, bicycle and pedestrian
facilities, and relocations. To address impacts of the highway project,
CDOT has identified mitigation measures above and beyond standard
mitigation measures to alleviate the impact on these neighborhoods.
See Section 5.3, Environmental Justice, of the Final EIS for more
information.

EJ2. Arethere any high and adverse impacts to the
Environmental Justice community as a result of the
project?

The benefits of the project with the alternatives are fairly distributed

in the project area. The project has avoided some impacts, minimized
others, and mitigated all impacts that could not be avoided or minimized.
Without considering the avoidance, minimization, and mitigation
measures, the project will have a disproportionately high and adverse
impact to the environmental justice communities. However, the 1-70
East Project includes many innovative mitigation measures to offset
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the impacts to the low-income and minority populations. Some of these
mitigation measures include but are not limited to, providing residents
close to the highway construction interior storm windows and two free
portable or window-mounted air conditioning units with air filtration and
assistance for the potential additional utility costs during construction,
providing contributions to existing programs that facilitate access to
fresh food, providing HVAC system and upgraded doors and windows
for the Swansea Elementary School, and providing funding to CRHDC
to assist residential and business displacees with financial counseling
and procurement of financing for replacement property and securing
business and residential loans. After considering the benefits of the Build
Alternatives along with the avoidance, minimization, and mitigation, the
Build Alternatives will not cause disproportionately high and adverse
effects on any minority or low-income populations, in accordance with
the provisions of Executive Order 12898 and FHWA Order 6640.23A.
No further environmental justice analysis is required.

Additionally, the Managed Lanes Option raises environmental justice
questions related to equity impacts: who can use the facility, will there
be additional impacts, are there impacts to those who don’t have cars,
and has everyone been involved in the public process. The managed
lanes will provide reduced travel times for users at all income levels,
and provide a reliable trip through the corridor when drivers consider

it worth the toll. While the pricing on managed lanes will provide more
reliable options, it will be implemented with thorough consideration of
equity impacts. Further, the improvements in north-south connectivity for
pedestrian access and bicycle options will benefit mobility for those who
live in the environmental justice neighborhoods and do not own cars.

See Section 5.3, Environmental Justice, of the Final EIS for more
information.

EJ3. What has CDOT done to minimize impacts to the
Environmental Justice neighborhoods?

The project team has consistently been receiving comments concerned
about the impacts to the residential and business properties between
Brighton Boulevard and Colorado Boulevard. The project has been
modified at various stages of the NEPA process over the course of

time. First the project team adjusted and refined the proposed Existing
Alignment Alternatives (called the Revised Viaduct Alternative in the
Supplemental Draft EIS and the Final EIS) after release of the 2008 Draft
EIS and during the PACT process. It responded by moving 46th Avenue
underneath the viaduct, thereby minimizing impacts to the surrounding
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homes and businesses. Additional north-south connectivity also has been
added to this alternative to improve community cohesion compared to
the Existing Alignment Alternatives in the 2008 Draft EIS.

Next, to reduce the visual presence of the viaduct in these
neighborhoods, improve connectivity, and improve safety in the area, the
project team introduced a new alternative in the Supplemental Draft EIS:
the Partial Cover Lowered Alternative, after listening to concerns raised
during the PACT process. This alternative removes the viaduct between
Brighton Boulevard and Colorado Boulevard and places the highway
below grade in this area. It includes a highway cover between Columbine
Street and Clayton Street with an urban landscape for community

use. Removing the viaduct improves safety compared to the existing
conditions by eliminating falling objects from the highway, removing
the dark space under the viaduct, and eliminating the unsafe crossings as
they exist currently under the viaduct. The support in the neighborhoods
most affected by the project lead CDOT to identify this alternative as the
Preferred Alternative.

In addition, the Partial Covered Lowered alternative will improve
north-south connectivity, provide better pedestrian access and sidewalks,
and improve bicycle options in the project area. These will benefit all
residents in the environmental justice neighborhoods.

CDOT will also provide a level of mitigation never provided on other
projects for residents close to the highway construction, to reduce
impacts from dust and noise during construction and minimize the need
for window ventilation, for homes between 45th and 47th Avenues, from
Brighton Boulevard to Colorado Boulevard:

= Provide interior storm windows

= Provide two portable or window-mounted air conditioning units
with air filtration and assistance to pay for the potential additional
utility costs during construction

During the public involvement process, the project team heard from the
residents of the impacted neighborhood that Swansea Elementary School
is an important resource for them. Therefore, additional mitigation
measures were developed so that the school can remain at its current
location. These mitigation measures include providing a new HVAC
system, doors, and windows to reduce the dust and noise impacts to

the school and its users, specifically during the roadway construction
period. CDOT also will pay for the construction of two new classrooms.
Providing additional classrooms prior to highway construction will help

mitigate some impacts by providing offsetting benefit to the community
to enhance the overall quality of the school beyond the construction
period. These upgrades will be completed before the construction starts.

See Section 5.3, Environmental Justice, of the Final EIS for more
information.

Transportation and Traffic

TRANS1. Have other multi-modal forms of
transportation been investigated for this corridor?

The purpose of this project is to implement a transportation solution that
improves safety, access, and mobility and addresses congestion on 1-70
in the project area. This project began in 2003 as part of the I-70 East
Corridor project, which looked at both highway and transit solutions
including various rail and Bus Rapid Transit (BRT) routes. The process
was a joint effort initially between both highway and transit agencies.

In June 2006, the highway and transit elements of the project were
separated since it was decided that they serve different travel markets,
are located in different corridors, and have different funding sources. The
East Corridor transit project will connect Denver International Airport
to Union Station in Downtown Denver along Smith Road, south of 1-70.
Construction of the East Corridor transit project is currently underway
and is anticipated to be complete in 2016. For more information about
the transit project, visit: http://www.rtd-fastracks.com/ec_1.

TRANS2. How will the project improve walkability
and bicycle routes for the neighborhoods, especially
near the interchanges and along north-south street
connections?

The proposed Preferred Alternative is consistent with Denver’s bike
plan and has evolved to follow Denver safety standards for bicycles
and pedestrians. It will improve the bicycle and pedestrian experience
in the project area by providing safe crossings across the highway and
improving sidewalks and lighting in the impacted areas.

For more information on walkability and bicycle route improvements,
see Chapter 4, Transportation Impacts and Mitigation Measures, of the
Final EIS.
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TRANS3. Will there be any changes to the intersection
at 47th Avenue and York Street, and will CDOT provide a
pedestrian overpass in this location?

Although the project team heard concerns regarding the 47th Avenue and
York Street intersection through the outreach process, these streets are
not impacted by the highway project. Therefore, project improvements
do not include any work at the 47th Avenue and York Street intersection.
However, Denver has initiated an alternatives analysis for this area to
identify potential safety improvements.

TRANS4. Does CDOT plan to widen I-70 west of the
I1-25/1-70 interchange, after 1-70 East is widened?

CDOT has no current or future plans to widen 1-70 west of the 1-25/1-70
interchange in Denver. Because of the long-term nature of transportation
planning and funding, CDOT identifies transportation projects decades
into the future (known as the 2035 long-range plan). This part of 1-70

in Denver is not included in the long-range plan because traffic studies
show that half of westbound traffic on I-70 East exits onto 1-25. In fact,
recent traffic projections show only a four percent growth in travel along
the portion of 1-70 west of the 1-25/1-70 interchange during the next 30
years.

TRANS5. How was traffic forecasting determined for
the project?

Forecasting for this project was done using the 2035 DRCOG
trip-based “Compass” travel demand model. Compass is a regional
model that uses projected land use data, including population and
employment growth, to project future traffic conditions. These
projections were used to determine the number of lanes needed to
accommodate future traffic growth. This model incorporates household
and employment data for the region and accounts for programmed
roadway and transit projects, including the East Corridor commuter rail
line.

To further evaluate the traffic operations for the alternatives, the output
from the DRCOG model was fed into a dynamic traffic assignment
(DTA) model called “DynusT.” DynusT simulates traffic supply and
demand interactions on the network in greater detail for a sub-area of the
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regional model. The sub-area is larger than the transportation impacts
area to ensure it includes reasonable route diversions that could occur.
The sub-area for this project extends west of Wadsworth to east of
E-470 and extends south of Colfax Avenue to north of approximately
80th Avenue. This ensures that the model will take into account the
effects of 1-270, 1-25, the 1-25/1-70 interchange, and the local roadway
network in the analysis. The model projects speeds, travel times, peak
volumes, VMT, and local street volumes for the alternatives. For more
information, see Chapter 4, Transportation Impacts and Mitigation
Measures, of the Final EIS.

TRANSG6. Which travel model was used to forecast
future traffic demand along the I-70 East corridor?

The 2035 Compass model developed by DRCOG was used to forecast
future traffic demand along the [-70 East Corridor. During project
scoping, the project team identified the DRCOG regional transportation
plan as the basis for future travel forecasts within the study area. This
decision has been confirmed throughout the project. This plan and its
associated travel demand model includes anticipated population and
employment growth for every municipality within DRCOG, as well as
fiscally constrained improvements. The model also accounts for planned
and programmed transit improvements in the region.

Travel demand models such as Compass provide output in the form of
vehicle demand or volume. They provide data for decision makers to
evaluate impacts to air quality, noise, and traffic flow resulting from
transportation projects in metropolitan areas with intricate roadway
networks and complex employment/population centers. The base models
are typically owned and maintained by the local metropolitan planning
organization, and in Denver that is DRCOG.

The model is regional in scope and encompasses the entire DRCOG
transportation planning area which includes the nine counties of Adams,
Arapahoe, Boulder, Broomfield, Clear Creek, Denver, Douglas, Gilpin,
Jefferson and the SW portion of Weld County. DRCOG is required

by law to model existing and future regional transportation systems
(roadways and transit), as opposed to individual projects, to meet the
Federal Transportation Planning requirements. A travel demand model is

essential for that process, and it is regularly validated through an FHWA
Planning Certification Review which formalizes the on-going Federal
oversight and evaluation of the MPO planning process.

The fundamental assumptions/characteristics behind the travel demand
model include:

#1: Growth of the region. DRCOG uses the best economists and the
State Demographer to estimate employment and population growth. This
is the source of the current socio-economic data set used in all DRCOG
models.

#2: Model acceptance. The model is accepted and certified by FHWA.

#3: Network of roadways and transit. The network coded into the model
for the existing and future year conditions includes all projects contained
in the DRCOG approved Regional Transportation fiscally constrained
plan along with other roadway capacity projects to be completed by local
governments.

#4: Behavioral data. Behavioral aspects of the model are derived from
an extensive travel survey conducted by DRCOG and last collected

in 2010. These surveys collect large amounts of data and are essential
in helping the model relate people traits to travel choices. They are an
infrequent and expensive undertaking and in the TDM community a
survey from 2010 is considered recent and credible.

#5: The travel demand model is not static. The model is always
changing as new land uses and roadway network elements become
available. The model is updated frequently and calibrated to new traffic
counts and estimates of region-wide VMT. The underlying behavioral
assumptions may also change, as new tabulations of the Front Range
Travel Counts become available.

Model inputs include:
= Socio-economic data (i.e. income, employment, etc.)

= Household and population data (i.e. number of individuals per
household, either current or predicted future populations)

= Existing and future roadway network data (i.e. volumes, speeds,
capacity, etc.)

January 2016



I-70 East Final EIS

Supplemental Draft EIS Comments and Responses

Frequently Received Comments and Responses on the Supplemental Draft EIS

= Transit network information including buses and trains (i.e. RTD
FasTracks). DRCOG relies on RTD to code the transit portion of the
model.

Highway and transit output data from the model are:
= Vehicular volumes on roads (flows on links)
= Speeds on links
= Network travel times

= Origin/destination patterns - These are represented by zone-to-zone
trip tables, which are usually segmented by travel mode.

= Mode splits
= Emissions from cars and trucks

= Transit boardings or Park N Ride loadings

TRANS7. Why wasn’t the latest travel demand model
(DRCOG Focus model) used to project future demand?

At the time that the project team was working on the 2008 Draft EIS
and the Supplemental Draft EIS, the Focus model was not available

or adopted by DRCOG. The Focus model was adopted by DRCOG in
February 2015, well after the completion of the Supplemental Draft EIS
and even after the start of the Final EIS process. Federal requirements
mandate that NEPA studies use the current adopted regional travel
demand model for analysis purposes, which was the DRCOG Compass
model until February 2015 Along with the implementation of the Focus
model, DRCOG began using a new land use model known as UrbanSim.
UrbanSim was scheduled to be adopted at the same time as DRCOG’s
Focus model. Due to the timing of the adoption of both models, CDOT
chose to continue using the DRCOG Compass model.

The project team has done a comparative analysis between the volumes
from the Compass model being used in the Final EIS and the volumes
that would have been generated by the newly adopted Focus model. This
analysis found that the volumes from the Compass model are slightly
higher than the Focus model volumes (typically, less than 5 percent
difference for 1-70), which does not change the number of lanes needed
for this project. FHWA has reviewed the comparative analysis and has
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agreed that the 1-70 Final EIS can continue to use the volumes from the
most recent Compass model, which the project is using to complete all
analyses.

It should be noted that, before FHWA selects a preferred alternative

in the ROD, the alternative will be included in the DRCOG’s fiscally
constrained regional transportation plan and it will be modeled with
the Focus model software to demonstrate conformity with final air
quality standards. See Attachment E, Traffic Technical Report for more
information.

TRANSS8. Can CDOT restrict truck traffic on 1-70
through the Elyria and Swansea Neighborhood?

Part of the purpose of the Interstate system is to promote economic
development, and trucking is a major economic driver for the nation’s
economy. The areas adjacent to I-70 East are highly industrial and rely
heavily on the need for trucks to move in and out of the area with ease.
If truck access to 1-70 were restricted, they would be forced to use local
streets to access the local businesses in the area, negatively impacting
safety and mobility in the nearby neighborhoods.

Except in limited circumstances (e.g., adverse weather, construction
zones), per 23 CFR 658.11(d), the state of Colorado cannot deny

truck access nor place restrictions on the Interstate System without
FHWA approval. The request needs to be based on safety concerns. It
requires an analysis of the impact to interstate commerce, and analysis
and recommendations of alternative routes. A rebuilt I-70 East would
significantly improve safety along this stretch of interstate for trucks and
all other vehicles and surrounding neighborhoods.

CDOT conducted a heavy vehicle traffic study in order to determine

how many heavy vehicles travel between 1-270 and 1-76 in a continuous
journey. The through heavy vehicles represent less than three percent of
the average, directional heavy vehicle traffic and less than one half of one
percent of total directional traffic.

The collected data represents the total number of heavy vehicles that
would be eliminated from the I-70 corridor if an 1-270/1-76 reroute were
implemented. Due to the low numbers of heavy vehicles passing all the
way through the corridor and the off-peak travel distribution of those
heavy vehicles, rerouting heavy vehicles to 1-270/1-76 would not change
the number of lanes required for the 1-70 project.

TRANS9. How will the project impact truck traffic in
the adjacent neighborhoods?

While existing truck travel within the Elyria and Swansea Neighborhood
is a concern of local residents, changes associated with the Build
Alternatives should not significantly impact these streets. In addition,
the Pilot Travel Center truck stop will be closed as a result of the Build
Alternatives that shift the highway northward, eliminating the truck
traffic associated with this business. Any potential changes to the
designated truck routes and delivery routes will be coordinated with
Denver to ensure impacts are minimized. This could be accomplished
by setting up specific truck routes, establishing a prohibition on some
roadways, and/or instigating specific delivery times based on input from
local citizen groups.

TRANS10. Where will the traffic on I-70 be diverted
during construction?

A traffic management plan will be prepared by the contractor and
reviewed by CDOT. CDOT will ensure that BMPs are used to minimize
impacts during construction and provide safe and efficient connections
through the neighborhoods during construction for all modes of
transportation, including bicycles and pedestrians. CDOT will also
ensure that BMPs are used to minimize impacts so that I1-70 remains
open and operational during construction.

TRANS11. Has the change in driving trends been
considered in developing the alternatives for this
project?

Although recent studies have shown that people are driving less,

the Denver metropolitan area will experience growth through 2035
that more than outweighs this trend. It is CDOT’s responsibility to
provide a transportation system that will accommodate this growth.
Before conducting the analysis, future (2035) transportation system
characteristics were identified. All I-70 project alternatives assume
implementation of the transportation improvements identified in the
DRCOG 2035 Metro Vision Regional Transportation Plan (MVRTP).
This includes both programmed projects (those budgeted in the five-year
Transportation Improvement Plan [TIP]) and planned projects (those
not in the TIP, but included in the adopted DRCOG 2035 MVRTP).
The more significant planned and programmed improvements to the
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transportation system within the study area are shown in Chapter 4,
Transportation Impacts and Mitigation Measures of the Supplemental
Draft EIS.

In addition to planned roadway improvements, the analysis assumed

the implementation of major transit system improvements within the
Denver region as part of RTD’s FasTracks program. Of most significance
in the study area is the East Corridor commuter rail project, which will
run from downtown Denver to Denver International Airport. The future
traffic modeling accounted for these projects and their impact on travel
demand.

The higher transit ridership due to expansion in transit was considered in
the analysis of the Final EIS. Even with expanded transit use, the analysis
shows an increase in ADT in the future, which requires additional lanes
on the highway to accommodate the added traffic.

In addition, while some comments have pointed to national reductions
in VMT following the recession of 2007-08, recent FHWA data has
shown that VMT has been increasing again during the last 18 months
and has reached pre-recession levels. For more information, see the
FHWA website: https://www.fhwa.dot.gov/policyinformation/travel_
monitoring/15juntvt/15juntvt.pdf.

Funding Strategies

FUNDZ1. How will CDOT protect local interests by
limiting the investment of foreign companies in the 1-70
East project?

CDOT sets limits for private concessionaires prior to issuing contracts.
The High Performance Transportation Enterprise analyzes the financial
needs of a project, including a company’s expertise, not where the
headquarters are located. Countries around the world—particularly

in Canada, Australia, and Spain—have advanced new approaches

to transportation projects, so a great deal of expertise is located
internationally. Regardless of where the money comes from, U.S.
corporate taxes must be paid by any private company hired by HPTE.

14

FUND2. Will ownership of the highway be transferred
to a private company through a public-private
partnership (P3) delivery method?

No. The public-private partnership being considered for I-70 East would
involve a private partner in the design, construction, financing, operation,
and long-term maintenance of [-70 East. However, CDOT maintains
ownership of the highway at all times. Accountability to the public
remains the same as it would for any other transportation project.

FUND3. How will the toll rates be set?

Managed Lanes are proposed for [-70 East strictly as a traffic
management strategy, not to generate revenues or to use as part of a
public-private partnership. Toll rates will be established by the High
Performance Transportation Enterprise Board of Directors and will be set
at a level necessary to maintain free-flow traffic conditions in these lanes.
Existing general-purpose lanes will not be tolled.

FUND4. Why isn’t CDOT using the toll revenue to fund
this project or other needed items in the surrounding
communities?

Tolling analysis performed by CDOT shows that the tolling revenue
would not cover the cost of reconstructing the highway. State and
federal law (C.R.S. 43-4-806 and Article 10, Section 18 of the State
Constitution; 23 U.S.C. 129(3)) restrict the use of excess toll revenue.
State law requires that toll revenue be spent within the corridor where
the tolls are collected and on transportation-related improvements.
Federal law limits the use of excess toll revenue to funding debt service,
maintenance (reconstruction, resurfacing, and rehabilitation), and for
other purposes for which federal funds can be spent under federal
transportation law. Within these restrictions, it has been the practice of
High Performance Transportation Enterprise to seek community input on
the use of any excess tolls (revenue beyond what is needed to maintain
the toll lanes).

FUNDS. What is the project funding strategy?

The full construction of the Preferred Alternative would cost
approximately $1.7 billion. Revenue sources for the 1-70 East project
include allocations from various state and local sources, but there
remains a gap between the estimated cost of the project and the revenue
available to build it. This is one of the reasons that CDOT is pursuing

a P3 delivery method. Because of these funding limitations, the project
will be constructed in phases over time. Chapter 8, Phased Project
Implementation, discusses the proposed phases. The estimated cost of
Phase 1 is $1.1 billion. To date, funding has been identified from the
following sources for the I-70 East project:

= Bridge Enterprise Revenues ($850 million)

= Denver Regional Council of Governments (DRCOG)/Surface
Transportation Program-Metropolitan Areas (STP-Metro)/
Congestion Mitigation/Air Quality (CMAQ) funds ($50 million)

= Senate Bill 09-228 funds ($180 million)
= Denver ($37 million)

Taxes would not be raised to pay for this project and CDOT is not
looking at managed lanes as a way to finance construction of the I-70
East project.

Bridge Enterprise was formed by CDOT in 2009 as part of the FASTER
(Funding Advancement for Surface Transportation and Economic
Recovery) legislation to finance, repair, reconstruct, and replace
structurally deficient bridges. It is funded from a bridge safety surcharge
on vehicle registration based upon vehicle weight. Due to the concern
of the funding impact of the 1-70 viaduct replacement on long-term
revenues available for rehabilitating other Colorado bridges, CDOT set
out a goal to shape viaduct financing in a way that will retain 50 percent
of bridge revenues for other needed projects across the state.
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Comentarios Recibidos con Frecuencia y sus Respuestas

Una lista de “Comentarios Recibidos con Frecuencia” se
preparo y se respondi6 para recopilar la mayoria de los
temas que se trataron. Las respuestas tratan temas que
fueron mencionados por multiples participantes y abordan

la mayoria de los comentarios presentados. Estos temas
incluyen informacion general, esfuerzos de participacion
publica, analisis de alternativas, impactos y atenuantes, la
Alternativa Preferida, calidad del aire y la salud, impactos a
las propiedades, justicia ambiental, transporte y trafico, asi
como estrategias de financiamiento. Muchas de las respuestas
a los comentarios formulados individualmente remiten a la
persona que hizo dicho comentario a una respuesta especifica
(o respuestas) para obtener mas detalles.

Temas Generales

GEN1.
Este?

¢ Cual es el propésito del proyecto de la I-70

El prop6sito de la 1-70 Este es de implementar una solucion de
transporte que mejore la seguridad, el acceso, la movilidad y resuelva el
congestionamiento de la 1-70.

GENZ2. ¢Cuales son los limites del proyecto de la I-70
Este, y por qué fueron seleccionados?

Los limites del proyecto de la I-70 Este se extienden a lo largo de la

I-70 en el tramo de la 1-25 y la Tower Road. La zona del proyecto cubre
lugares de Denver, Commerce City, y Aurora. Este documento se enfoca
en las comunidades de Globeville, Elyria y Swansea, Northeast Park Hill,
Stapleton, Montbello, Gateway, y una parte de Aurora.

Los volimenes de trafico existentes y previstos fueron los principales
factores para determinar los limites del proyecto de la I-70. Los
volumenes de trafico previstos para el afio 2035 varian de 95,000 a
270,000 vehiculos diarios en el tramo de la 1-25 y Pefia Boulevard,
disminuyendo al Este del tramo. El limite Oeste es la [-25 debido a la alta
desviacion del trafico desde la I-70 hacia la I-25 en direccion norte y sur.
Entre un 40 a 50 por ciento de trafico que se desplaza en direccion Oeste
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sobre la I-70 se desvia hacia la I-25. La Tower Road es el limite al Este
debido a que el volumen de trafico disminuye sustancialmente al Este de
Pefia Boulevard.

GEN3. ¢Cuél eslarazon por la que esta siendo
ampliada la autopista a 5 carriles en cada direcciéon?

El analisis de trafico del EIS Final utilizé el modelo de demanda de
trafico regional del 2035 del DRCOG para proyectar el volumen de
trafico de un afio en perspectiva y determinar el nimero de carriles que
se va a necesitar en dicho afio. Este modelo utiliza datos de empleos y
poblacion planificada para determinar el volumen de trafico, como se
analizé en el Capitulo 4 del EIS Final. Este modelo también considera
mejoras previstas en otras redes modales, incluyendo la del transporte
publico.

Se proyecta que la I-70 en direccion Este y Oeste en el tramo de la
Brighton Boulevard y la 1-270, transiten mas de 10,000 vehiculos por
hora durante la hora pico para la que fue disefiada. En el tramo de la
1-270 y la 1-225, se proyecta que transiten en la 1-70 en direccién Este y
Oeste mas de 15,000 vehiculos por hora durante la hora pico para la que
fue disefada.

En base al Manual de Capacidad de Autopistas del Consejo de
Investigacion de Trasporte, para lograr el nivel minimo critico y
obtener servicio para una autopista, deben transitar aproximadamente
2,000 automaviles de pasajeros por hora y por carril. Las Alternativas
de Construccion planificadas proponen una seccion representativa de
cinco carriles, incluyendo un carril adicional en ambas direcciones

en el tramo de la 1-225 y la 1-270 para cumplir con las necesidades

de capacidad proyectada. El modelo detallado de trafico confirma

la necesidad de las mejoras propuestas. Ademas, los volimenes'y el
namero propuesto de carriles se compararon con otras autopistas en el
area metro de Denver, confirmando aun mas la seccion representativa
propuesta. Informacion detallada sobre los volumenes de trafico y las
proyecciones estan disponibles en el Capitulo 4 del EIS Final. Ademas,
el CDOT y la FHWA también consideraron la necesidad de los carriles
de la autopista en base a proyecciones del DRCOG del trafico para el
2040 publicada recientemente, las cuales son ligeramente menores que
los estimados del 2035. En base a la evaluacion de cada segmento, las
agencias concluyeron que la configuracion de carriles para la Fase 1 del
proyecto todavia son apropiadas. Consulte el Anexo E, Informe Técnico
del Trdfico para mas informacion.

GEN4. ¢Como esta utilizando el CDOT la Revision por
Pares de la Asociacion Americana de Planificaciéon en el
proceso de decisiones del proyecto?

La Asociacion Americana de Planificacion (APA abreviacion en inglés)
realizé una revision por pares del proyecto de la 1-70 Este durante el
periodo de comentarios del publico sobre el Anteproyecto del EIS
Suplementario. Esta revision se realizo independientemente del CDOT
y la FHWA, durante el tiempo que el equipo del proyecto de la I-70
Este estaba restringido de participar en dichas actividades. El equipo
del proyecto proporciond la informacion necesaria para contestar las
preguntas de la APA, pero no se les permitié responder a fondo en
aquella ocasion.

El CDOT le pidi6 a la APA presentar el informe a modo de comentario
para el proceso del Anteproyecto del EIS Suplementario, el cual le daria
la oportunidad al equipo del proyecto de responder directamente a las
preguntas y observaciones descritas en el informe. La APA declin6
manifestando que estamos, “... ofreciendo nuestros conocimientos a
Denver para su consideracién mientras contintan con los pasos a seguir
en relacion al proyecto”. El EIS Final proporciona nueva informacion

y un contexto mas relevante a los resultados del informe, abordando
muchas de las preguntas que se plantean en areas como el modelo de
demanda de trafico o carriles administrados.

GENS. ¢Habra algun requisito para que los
contratistas den empleo a personas de las comunidades
afectadas?

La ley federal le prohibe al CDOT de requerir a los contratistas que
trabajen en proyectos con fondos federales a contratar de un determinado
lugar of vecindario. Sin embargo, el CDOT ha presentado una solicitud
y ha recibido aprobacién bajo el “Special Experiment Project 14 (14

de Sept.)” del programa piloto del US DOT para realizar preferencias
de contratacion en base a zonas geograficas para el proyecto de la

I-70 Este. Ademas, el CDOT facilitard oportunidades para promover
contratacion local, incluyendo ferias de trabajo locales. El CDOT

estd investigando la financiacion de un programa de desarrollo para

la fuerza laboral destinado a la capacitacion del personal antes de que
empiecen las labores de construccion. En general, la participacion de la
comunidad continuara siendo una parte muy importante del proyecto,
particularmente cuando la construccion se aproxime. El CDOT
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evaluard un serie de herramientas para asegurar que los residentes
locales y empresas estén bien informadas sobre las fases y métodos de
construccion.

Esfuerzos de Participacion Publica

OUT1. ¢Como hainvolucrado el CDOT al publicoy a
otras partes interesadas del proyecto en el proceso de
decisiones?

El CDOT ha realizado en forma continua la participacion del ptblico
para el proyecto de la I-70 Este por més de 11 afios, tales como visitas de
puerta a puerta y reuniones publicas y de vecindario en las comunidades
mas afectadas. Como parte de sus esfuerzos de participacion publica,

el CDOT convoco un comité de representantes de la comunidad y

partes interesadas en el 2009, luego de la publicacion del Anteproyecto
del EIS del 2008. Este grupo denominado Equipo de Colaboracion

de la Alternativa Preferida (PACT abreviacion en inglés), se reunié
regularmente en el transcurso de un afio para ayudar a identificar la
alternativa preferida. La informacion obtenida durante el proceso de
participacion publica ha contribuido al equipo del proyecto a mejorar las
alternativas. La participacion de los interesados continuara a través del
disefio final y la construccion.

Algunas de las reuniones, como la reunion de Lideres Comunitarios,
tienen la intencion de ser informales. Las reuniones publicas realizadas
por el equipo del proyecto de la I-70 Este se han venido realizando en las
noches con avisos enviados al publico y partes interesadas dos semanas
previas a la reunion. El CDOT ha utilizado una variedad de técnicas de
participacion publica para invitar al pablico a participar en las reuniones.
Estés técnicas incluyen per no se han limitado a e-mails en grupo,
publicidad por correo, volantes, sondeos de puerta a puerta, invitaciones
por teléfono y un kiosco informativo en el vecindario.

Para fomentar la participacion publica y hacer que las reuniones sean
accesibles al publico en general, todas las reuniones se realizaron en
ubicaciones ADA accesibles en comunidades cercanas, incluyendo, pero
no limitandose a Elyria y Swansea, Commerce City, Aurora y Northeast
Park Hill. También se ha proporcionado comida, cuidado de nifios y
traducciones al espafiol en todas las reuniones publicas del CDOT.

Los comentarios recibidos durante los esfuerzos de participacion publica
fueron considerados por el CDOT y se incorporaron en el proceso de
decisiones segun corresponda. Estos cambios incluyen, pero no se
limitan a: mejoras a los compromisos de las atenuantes, actualizando

el andlisis de la calidad del aire, manteniendo abierto el empalme de

la Steele Street/\VVasquez Boulevard y coordinando con Denver sobre
soluciones de drenaje.

Consulte el Capitulo 10, Participacion Puablica, del EIS Final para
obtener detalles sobre los esfuerzos de participacion publica y de las
partes interesadas.

OUT2. ¢Como hacemos accesibles al publico y partes
interesadas las notas y materiales de las reuniones?

La reuniones publicas especificas al proyecto de la I-70 Este estan
documentadas y las notas de estas reuniones estan disponibles en el sitio
web del proyecto (http://www.i-70east.com/ y estuvieron disponibles
copias impresas a peticién. Los materiales informativos de las reuniones
se han traducido al espafiol y han estado disponibles traductores en
todas las reuniones. Las audiencias publicas oficiales realizadas para el
Anteproyecto del EIS del 2008 y el Anteproyecto del EIS Suplementario
incluyendo las transcripciones estan disponibles en el sitio web del
proyecto. Esta documentacion se ha utilizado para ayudar a informar
sobre el proceso de la NEPA.

OUT3. ¢Como ha asegurado el CDOT que la
comunidad hispano parlante haya participado en el
proceso y hayatenido acceso a los materiales del
proyecto?

Traductores al espafiol estuvieron disponibles durante todo el proceso

en cada reunion publica y en la oficina del proyecto durante el periodo
de comentarios del Anteproyecto del EIS Suplementario. EI Resumen
ejecutivo del Anteproyecto del EIS Suplementario y el EIS Final se
publicaran en ambos idiomas, inglés y espafiol. Los materiales que se
encuentran en el sitio web en inglés se han traducido al espafiol de forma
regular y estan incluidos en la version en espafiol del sitio web (http://
www.i-70east.com/index-es.html). Todos los materiales impresos y
electrénicos que se han distribuido al publico—incluso la publicidad
enviada por correo, volantes, e-mails, boletines y carteles— son

bilingles en inglés y espafiol. También se han realizado visitas de puerta
a puerta en las comunidades afectadas con la ayuda de miembros del
equipo hispano parlantes.

Analisis de las Alternativas

ALT1. ¢Por qué el CDOT no puede seleccionar una
alternativa que no afecte el medioambiente circundante?

En la NEPA, hay normalmente un Alternativa de No Tomar

Ninguna Accion que no tiene impactos distintos a las actividades

de mantenimiento rutinario. El viaducto de la 1-70 Este debe ser
reemplazado debido a las condiciones de deterioro de la estructura. Por lo
tanto, la alternativa de No Tomar Ninguna Accidn para el proyecto de la
I-70 Este no puede ser una “Alternativa de No Tomar Ninguna Accién”
real debido a los problemas de seguridad. La Alternativa de No Tomar
Ninguna Accion reemplazara el viaducto, pero no afiadira capacidad en
términos de carriles adicionales. Sin embargo, esta alternativa requiere el
ensanchamiento de la estructura de reemplazo. Todas la alternativas bajo
consideracion, incluyendo la Alternativa de No Tomar Ninguna Accion,
ampliaran el area cubierta por la autopista para cumplir con el disefio

y estandares de seguridad actual. Ver el Capitulo 3, Resumen de las
Alternativas del Proyecto, del EIS Final para informacion adicional sobre
las alternativas.

ALT2. ¢Se estan considerando alternativas que
eliminen la I-70 Este de su alineamiento actual?

Se han considerado mas de 90 alternativas durante el proceso del EIS,
inclusive las alternativas que realinean y desvian la I-70, una alternativa
evitaba la justicia ambiental de las comunidades de Elyria y Swansea, y
otra alternativa que utilizaba las redes locales. La alternativa que hubiera
realineado una parte de la autopista fue considerada como alternativa en
el Anteproyecto del EIS del 2008, pero después fue eliminada a través
del proceso de participacion publica y debido a que estuvo claro que

la alternativa no cumplia con el propdsito y necesidad del proyecto.
También se evaluaron otras alternativas que movian a la autopista

lejos de su alineamiento actual y se encontr6 que no eran alternativas
razonables. Todas las alternativas que se estan evaluando actualmente
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se encuentran en el alineamiento actual de la 1-70. Consulte el Capitulo

3, Resumen de las Alternativas del Proyecto, del EIS Final para obtener
informacion adicional sobre el desarrollo de las alternativas y el proceso
de analisis.

ALT3. ¢Seconsiderd laAlternativa de Desvio a la
1-270/1-76, y, si el CDOT realizara un Anteproyecto del
EIS Suplementario para esta Alternativa de Desvio?

La Alternativa de Desvio a la 1-270/1-76 fue evaluada y eliminada en las
etapas iniciales del proceso de analisis de alternativas para Anteproyecto
del EIS del 2008 debido a que no cumplio con el propdsito y necesidad
del proyecto. La eliminacion de esta alternativa se reconfirmo en la
Seccion 3.5 del Anteproyecto del EIS Suplementario del 2014, luego

de haberse realizado un analisis adicional debido a que no cumplia con
el propdsito del proyecto de implementar una solucién de transporte

gue mejore la seguridad, el acceso y la movilidad y resuelva el
congestionamiento en la I1-70. Como se discute en la Seccién 3.9 del EIS
Final, ésta no es una alternativa razonable por las siguientes razones:

= Desviar la I-70 y dejar la 46th Avenue en su ubicacion actual
fomentaria que los usuarios de la autopista utilicen la 46th Avenue
para llegar a sus destinos en vez de permanecer en la 1-70. Debido
a esto, habria un incremento sustancial en el volumen de trafico
en la 46th Avenue, el cual genera problemas de seguridad, acceso
y movilidad en las comunidades circundantes y también crea una
barrera para ciclistas y peatones que se desplazan a través de la
comunidad.

= En base al analisis de trafico, los volumenes de trafico proyectados
para el 2035 para la 46th Avenue, si se desvia la I-70, seria de 10 a
20 veces mas altos (mas de 50,000 vehiculos diarios) que el trafico
que se pronostica para la 46th Avenida con las alternativas que
mantienen la autopista en su ubicacién actual.

= El desvio de la I-70 también forzaria a los camiones de reparto y
otros vehiculos grandes a utilizar la 46th Avenue con frecuencia
para llegar a las zonas industriales y empresas ubicadas cerca de la
I-70 actual.

= Habria un incremento de viajes fuera de ruta, ocasionando
problemas de movilidad. Del trafico de la I-70 que se dirige al
Oeste, aproximadamente el 50 por ciento continiia mas alla de la
I-25 y permanece en la I-70. La Alternativa de Desvio afiade 2
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millas de viajes fuera de ruta para estos vehiculos. El treinta y cinco
por ciento del trafico de la I-70 que se dirige al Oeste sale a la [-25
en direccion Sur. La Alternativa de Desvio afiadiria cuatro millas de
viaje fuera de ruta a estos vehiculos, resultando en un incremento de
tiempo de viaje.

= No habrian opciones de rutas multiples de Este a Oeste para
la autopista en esta zona. Las opciones multiples de ruta son
beneficiosas para el acceso en caso de emergencia.

= Esta alternativa requiere mas de 12 millas de ensanchamiento
significativo de la autopista a lo largo de la [-270 y la I-76. Esto
incrementaria el costo de la construccion del proyecto de $3.5 mil
millones a $4 mil millones, el cual es el doble de lo que cuestan las
alternativas sobre el alineamiento actual.

= Muchas de las partes interesadas—incluyendo la Ciudad de
Commerce City, el Condado de Adams, la Alianza de Transporte
de la Zona Norte y la Asociacién de Empresas de Transporte
Motorizadas de Colorado— han expresado continua oposicion a
esta alternativa.

Debido a que se ha determinado que la Alternativa de Desvio a la
I-270/1-76 no es razonable, no es necesario realizar un Anteproyecto del
EIS Suplementario adicional para analizar en detalle los impactos de
esta alternativa. Para ver mas detalles sobre el anélisis realizado en la
Alternativa de Desvio a la 1-270/1-76, favor de ver el Anexo C, Apéndice
del Informe Técnico de Andlisis de las Alternativas.

ALT4. ¢Todavia se esta considerando la Alternativa
del Viaducto Modificado en el EIS Final?

La Alternativa del Viaducto Modificado es una alternativa razonable

y se esta considerando y evaluando en el EIS Final. Sin embargo, La
Alternativa de Paso a Desnivel Parcialmente Cubierto con Carriles
Administrados se ha identificado como la Alternativa Preferida, debido
a que proporciona mas oportunidades para implementar atenuantes en
el vecindario de Elyria y Swansea y tiene un apoyo méas amplio por la
comunidad y diferentes partes interesadas.

Impactos y Medidas Atenuantes

IMP1. ;Qué planes tiene el CDOT para contrarrestar
los impactos del proyecto?

Muchas de las medidas atenuantes que el CDOT se esta comprometiendo
incluir son medidas atenuantes tipicas que formarian parte de cualquier
proyecto. Un ejemplo son las Mejores Practicas Administrativas (BMPs
abreviacion en inglés) las cuales son: eficaces, practicas de conservacion
viables (incluyendo consideraciones tecnolégicas, econémicas e
institucionales), y medidas de gestion de tierras y agua que evitan o
disminuyen impactos adversos a los recursos naturales y culturales.

Las Mejores Practicas Administrativas podrian incluir un programa de
actividades, prohibiciones, normas de mantenimiento y otras practicas
administrativas. La Mejores Practicas Administrativas fisicas podrian
incluir cosas como pacas de heno (zacate) para el control de erosion o
mallas para filtrar limo.

Ademas, muchos de los recursos evaluados suponen articulos regulados
0 procedimientos que se deben seguir y podrian incluir requisitos
atenuantes. Las Mejores Practicas Administrativas y articulos regulados
comunes se incluiran en el presupuesto de construccion del proyecto,

y no se lista por separado a menos que haya un razén especifica para
hacerlo. La mayoria de estos articulos han sido considerados dentro de
los planes de especificacion/construccion para el proyecto.

Ejemplos de medidas atenuantes tipicas y estandares de las Mejores
Practicas Administrativas y articulos regulados que se van a proporcionar
son entre otras las siguientes:

= Compensar a cualquier persona cuya propiedad debe adquirirse para
la Alternativa Preferida segun la Constitucién de los Estado Unidos
y la Ley Uniforme de Asistencia en la Reubicacion y Politica
de Adquisicion de Bienes Inmuebles (Ley Uniforme) de 1970,
enmendada.

= Seguir el Acuerdo Programatico con la Oficina de Preservacion
Historica del Estado (SHPO abreviacion en inglés) para el
compromiso de atenuantes de los recursos historicos.

= Construir muros contra ruido, segln sea necesario, y reducir
al maximo los impactos para las condiciones posteriores a la
construccion.
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Realizar estudios paleontoldgicos previos a la construccion y
seguimiento paleontolégico continuo durante todas la fases de
construccion.

Devolver los parques y cruces de caminos al estado en que se
encontraban antes de la construccion y mantener el acceso a los
caminos durante la construccion.

Atenuar los impactos permanentes a las propiedades de la Seccién

6(f) (ciertas propiedades al aire libre y para esparcimiento publico)
segun la Seccion 6(f)(3) de la Ley de Fondos para Conservacion de
Aguay Tierras (LWCF abreviacion en inglés).

Cubrir, humedecer, compactar o utilizar agentes quimicos de
estabilizacion para controlar el polvo y materiales excavados en las
zonas de construccion.

Utilizar barreras y mallas contra el viento para prevenir que se
disperse el polvo de la zona.

Cubrir todos los camiones de descarga que salen de la zona para
prevenir que la tierra se derrame sobre las calles.

Prohibir el encendido innecesario de motores de equipos de
construccion inactivos.

Localizar zonas para situar las instalaciones para la construccion
que estén lo mas lejos posible de usos residenciales.

Cumplir con el Proyecto de Ley 40 del Senado (proteccion de
vida silvestre y el habitat del estado), la politica del CDOT con
respecto a los Perros de Pradera de Cola Negra afectados, y las
Especificaciones Estandares del CDOT para la proteccion de las
aves migratorias.

Atenuar impactos inevitables y permanentes a pantanos en una
proporcion de 1:1 en un banco de atenuantes para pantanos en la
cuenca del rio South Platte River.

Devolver los pantanos afectados temporalmente a las condiciones
previas a la construccion.

Utilizar las mejores practicas administrativas para el desague de
aguas subterraneas, tratamiento y eliminacion durante el proceso de
construccion.

= Implementar medidas de construccion estandar para el control de
erosion pluvial.

= Investigar formas para mantener conexiones seguras y eficientes a
través del vecindario para todos los medios de transporte durante la
construccion. Esto significa comunicacion activa con los residentes
para que estén al tanto de los cierres y desvios temporales de las
calles. También puede incluir colaborar con el RTD para reducir al
maximo las interrupciones a las zonas de servicio y horarios.

Los comentarios recibidos durante los esfuerzos de participacion
publica fueron considerados por el CDOT y se incorporaron ideas de
atenuantes razonables y viables en el proyecto segln fuera conveniente.
En respuesta, el equipo del proyecto ha desarrollado medidas atenuantes
adicionales mas alla de las medidas requeridas o que normalmente se
realizan en Colorado para disminuir los impactos adversos en la zona de
estudio del proyecto. Las medidas incluidas en el Registro de Decisiones
del proyecto deberan ser completadas.

= Proporcionar un tramo cubierto sobre la I-70, con una longitud
maxima de 1,000 pies, donde pasara a desnivel a través del
vecindario de Elyria y Swansea, incluyendo un paisaje urbano en la
parte superior.

= Proveer un nivel basico de jardineria sobre la cubierta de la
autopista necesario para proporcionar un espacio comun activo para
los residentes de los alrededores y comunidades locales, apoyar
las conexiones sociales y peatonales en el vecindario de Elyria
y Swansea, y proveer nuevo espacio para la Escuela Primaria
Swansea.

= Proveer fondos para la Community Resource Housing Development
Corporation (CRHDC abreviacion en inglés), el cual lo utilizaran
para asistir a los residentes y negocios desplazados con asesoria
financiera y la obtencion de financiamiento para la propiedad de
reemplazo y asegurar préstamos residenciales y comerciales. El
CDOT ya ha proporcionado los fondos a la CRHDC como una
atenuante anticipada.

= Para reducir los impactos del polvo y el ruido durante la
construccidn, para las viviendas entre la 45th y 47th Avenidas, en el
tramo de la Brighton a Colorado Boulevard:

- Se les proporcionara contraventanas interiores

- Se les proveera dos unidades de aire acondicionado portatiles
o montadas en las ventanas con filtracion de aire y asistencia
para pagar los posibles gastos adicionales de servicios publicos
durante la construccion

= Proporcionar $2 millones para reemplazar algunas de las viviendas

de bajos recursos adquiridas en el vecindario de Elyria y Swansea
mediante programas disponibles.

Facilitar oportunidades para promover la contratacion de

personas de las comunidades, tales como ferias de empleo con los
contratistas. Otras areas que el CDOT esté investigando incluye la
inversion de fondos en programas de desarrollo de la fuerza laboral
local dirigido a la preparacion anticipada de personal antes de que
empiece la construccién y esta presentando una solicitud para el
programa piloto del US DOT para poner en practica preferencias de
contratacion en base geografica para el proyecto de la I-70 Este.

Contribuir a programas existentes que faciliten el acceso a
alimentos frescos.

Proporcionar una comunicacién sélida y susceptible al contexto
y un plan de participacién publica durante la construccion para
asegurar que los residentes se mantengan informados.

Redisefar y reconstruir el patio de la Escuela Primaria Swansea,
incluso la construccidén de un patio de recreo en una ubicacion
temporal durante la construccion y la reconstruccion de las
instalaciones de estacionamiento de la escuela. Otras medidas
atenuantes para la escuela son:

- Instalar nuevas puertas y ventanas, y un nuevo sistema de
calefaccion y ventilacion (HVAC abreviacion en inglés).

- Construir dos aulas adicionales.

Recolectar muestras representativas del suelo de tres o cuatro
propiedades residenciales que se hayan limpiado recientemente
antes, durante y después de la construccion para analizar si hay
plomo y arsénico y asegurarse que las propiedades no se hayan
contaminado nuevamente debido a las actividades de construccion.
Solicitar que el contratista implemente medidas estandares de
control del polvo (especificamente para la PM10), como riego,
mantas de control de erosion, o resiembra, como condicién para
realizar el trabajo. Ademas, se colocaran monitores continuos de
PM10 a lo largo de ciertos tramos del corredor donde se encuentre
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en marcha la construccion. Estos monitores tendran “niveles de
alerta” para dar aviso anticipado a los trabajadores de la zona de
construccion si hubiera lectura de niveles altos de polvo para que
puedan resolver el problema inmediatamente.

= Proporcionar financiamiento y participar en un documental que
cubre la historia de la I1-70 Este y su relacion con las comunidades
de Elyria, Swansea y Globeville. E1 CDOT ya ha completado
esta tarea como una atenuante anticipada. Este documento esta
disponible en el sitio web del proyecto en el www.I-70east.com.

Para més detalles sobre una lista completa de las medidas atenuantes,
consulte la Seccion 5.23, Resumen de los Impactos y Atenuantes del
Proyecto, del EIS Final.

IMP2. ;Cbémo se transportaray tratara el agua
proveniente de eventos climaticos fuertes en la seccién
a desnivel?

El disefio del proyecto de la Alternativa de Paso a Desnivel Parcialmente
Cubierto proporcionara la coleccién y transporte del agua de un evento
de tormenta (cada 100 afios) que tiene probabilidades del 1 por ciento

de ocurrir y reducira sustancialmente el riesgo de inundaciones al norte
de la I-70, comparada con las condiciones existentes. Un sistema de
drenaje en la zona colectara las aguas pluviales de la carretera y otro
sistema de drenaje fuera de la zona colectard las aguas pluviales de

las comunidades circundantes. Antes de dejar que desemboquen a los
arroyos receptores, el sistema de drenaje de la zona desembocara a

un estanque para proporcionar tratamiento de calidad del agua. Las
desembocaduras del estanque son mas pequefias que las entradas, para
que la escorrentia se almacene temporalmente en el estanque y se suelte
en un periodo de unos dias. Durante este tiempo (el CDOT requiere un
tiempo minimo de drenaje de 40 horas), el sedimento se asienta fuera de
la escorrentia y se almacena en los estanques. La escorrentia, con menos
sedimentos desembocaran al South Platte River, Las Mejores Préacticas
Administrativas para la calidad del agua permanente estan incluidos en el
disefio de estos sistemas.

Denver se encuentra en las etapas de planificacion de sus dos proyecto
de cuencas de drenaje. Dependiendo del momento de la construccion de
dichas cuencas, podria permitir que la salida del sistema fuera de la zona
de la I-70 Este sea modificado, reduciendo de esta forma los impactos a
la I-70 Este de la Alternativa Preferida.
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IMP3. (/Cbémo sereducird al maximo el ruido del
trafico de la carretera en las comunidades adyacentes
después de la construccion?

Se analizaron los impactos del ruido y medidas atenuantes de acuerdo
con el Analisis del Ruido y Normas de Reduccion del CDOT (2015).

Se realiz6 un andlisis a fondo para cada comunidad y cada alternativa,
incluyendo la reduccion del ruido asociado con la autopista a desnivel y
la cubierta de la Alternativa de Paso a Desnivel Parcialmente Cubierto.
La Atenuante analizé la colocacion de un muro contra ruido éptimo y
altura para todos los receptores afectados. El analisis luego determiné

si los muros contra ruido 6ptimos eran factibles y razonables en

base a los estandares del CDOT. El EIS Final proporciona detalles y
ubicaciones para los muros contra el sonido que se encontraron factibles
y justificados. Para mayor informacion sobre el analisis del ruido y las
medidas atenuantes propuestas, consulte la Seccién 5.12, Ruido, del EIS
Final.

IMP4. ;Cbomo se atenuarén los impactos de la
construccion en la Escuela Primaria Swansea?

El CDOT ha estado trabajando con el DPS para desarrollar medidas
atenuantes de construccion para la Escuela Primaria Swansea, No se
implementara una ubicacién alterna para la escuela durante el periodo de
construccion.

Las medidas atenuantes para la escuela incluyen un nuevo sistema

de climatizacion (HVAC abreviacién en inglés), puertas y ventanas

para reducir los impactos del polvo y del ruido en la escuela y demas
usuarios, especificamente para el periodo de construccion de la carretera.
El CDOT también pagara por la construccion de dos nuevas aulas.
Proporcionar aulas adicionales antes de la construccion de la carretera
ayudara a atenuar algunos de los impactos al proporcionar beneficios
gue compensen a la comunidad para mejorar la calidad de la escuela

en general mas alla del periodo de construccién. Estas renovaciones se
completaran antes de que empiece la construccidn.

El CDOT ha estado coordinando con el DPS y con el director de la
Escuela Primaria Swansea durante todo el proyecto para identificar

las necesidades de la escuela y para redisefiarla. El patio de recreo de
la escuela se reconfigurara temporalmente para alejarlo de la zona de
construccion, con el Gltimo redisefio de la escuela incluido en el disefio
final.

Finalmente, se realizara el monitoreo continuo de la calidad del Aire de
PM10 en la zona durante la construccion para evaluar cualquier posible
incremento temporal en los niveles de PM10. Este sistema alertara

a los contratistas cuando sean necesarias las medidas atenuantes de
construccion.

IMP5. (/Cdémo el CDOT esta preservando las
propiedades historicas afectadas dentro de la zona de
estudio?

El CDOT y la FHWA reconoce el significado de los recursos historicos
dentro de la zona del proyecto. Sin embargo, para cumplir con el
propasito y necesidad del proyecto, los recursos historicos seran
afectados negativamente. La FHWA y el CDOT estan trabajando en
estrecha colaboracion con la Oficina de Preservacion Historica del
Estado (SHPO abreviacion en inglés) y grupos de asesoramiento para
reducir al minimo los posibles efectos y establecer atenuantes apropiadas.

Un Acuerdo Programaético preliminar que proporciona un proceso

para ponerse de acuerdo sobre las atenuantes de efectos adversos y
reevaluar la elegibilidad y efectos en propiedades histéricas, segun el
caso, ha sido desarrollado y esta bajo evaluacion por la SHPO y los
grupos de asesoramiento. El Acuerdo Programatico también incluye
ejemplos de medidas atenuantes que podrian implementarse. El
Acuerdo Programatico se concretara antes de que se firme el Registro de
Decisiones y se incluird como un anexo.

Consulte la Seccion 5.6, Preservacion Histérica, del EIS Final para méas
informacion sobre los impactos a propiedades histéricas y las medidas
atenuantes asociadas.

IMP6. ;Coémo manejara el CDOT los materiales
peligrosos que sean identificados y/o se encuentren
dentro de la zona del proyecto?

El CDOT realizara inspecciones apropiadas de asbesto, pintura con base
de plomo, y residuos universales antes de la demolicién de cualquier
estructura de edificios. Si se encuentran estos materiales, se eliminaran
segun las regulaciones y normas aplicables. Si se encuentran materiales
gue contengan asbesto, incluyendo servicios publicos enterrados, el
CDOT seguira las Especificaciones 250.07, del Manejo de Materiales
que Contienen Asbesto, y Procedimientos de Operaciones Estandar

del Manejo del Suelo Contaminado con Asbesto del CDOT. Ademas,
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dependiendo del tipo de contaminacidn, estos materiales se limpiaran
de acuerdo con la Seccién 5.5 del Reglamento de Residuos Solidos o
la Regulacion No. 8 del Reglamento de la Comisién de Control de la
Calidad del Aire.

El Departamento de Trabajo y Empleo de Colorado, Division de Petréleo
y Seguridad Publica, regula los productos y quimicos de tanques de
deposito subterraneos (USTs abreviacion en inglés) y ciertos tanques de
deposito sobre la superficie que contienen petroleo (ASTs abreviacion
en inglés). La descarga debe reportarse a la Division de Petroleo

y Seguridad Publica, y se debera implementar una investigacion y
limpieza, como sea necesario. La mayoria de los Tanques de Deposito
Subterréneos (USTs abreviacion en inglés) han tenido un derrame o fuga
en algiin momento en su ciclo de vida. Es posible que fugas pequefias
no se hayan identificado hasta que el UST esté fuera de servicio y
formalmente cerrado.

Se ha realizado un muestreo de aguas subterraneas y suelo como parte
del andlisis de materiales peligrosos para el EIS y los resultados estan
disponibles en la Seccidn 5.18, Materiales Peligrosos, del EIS Final.

Ademas, el CDOT se compromete a recolectar muestras del suelo de tres
0 cuatro propiedades residenciales que se hayan limpiado recientemente
antes, durante y después de la construccion para analizar si hay plomo

y arsenico y asegurarse que las propiedades no se hayan contaminado
nuevamente debido a las actividades de construccion. Cualquier material
peligroso que ha sido expuesto durante la construccion sera identificado
y tratado. Este compromiso se origin6 en gran parte debido a los
comentarios recibidos durante el Anteproyecto del EIS Suplementario
con respecto a las preocupaciones sobre arsénico y plomo.

La Seccion 5.18, Materiales Peligrosos, del EIS Final identifica varias
medidas atenuantes que se implementaran durante la construccién
para proteger la salud de la comunidad y de los trabajadores, asi como
medidas para manejar y prevenir que se propague la contaminacién, si
ésta, estuviera presente.

IMP7. ¢Como esta planificando el CDOT para reducir
al minimo el polvo durante la construccion?

Las medidas de supresion del polvo (por ejemplo, estabilizando
y cubriendo las cargas de tierra y escombros durante el transporte
y almacenamiento, regando las zonas movidas, y/o estabilizando
y revegetando areas expuestas después de la construccion) se
implementaran para controlar los impactos de dicho polvo.

Ademas, para reducir impactos del polvo durante la construccion y
reducir al minimo la necesidad de ventilacion a través de ventanas,
para las viviendas entre la Avenidas 45th and la 47th, desde la Brighton
Boulevard a la Colorado Boulevard:

= Se proporcionaré contraventanas interiores

= Se dara dos unidades de aire acondicionado portatiles 0 montadas
en las ventanas con filtracion de aire y asistencia para pagar
los posibles gastos adicionales de servicios publicos durante la
construccion.

IMP8. (/Cdmo se controlaray reducira al minimo el
ruido durante la construccion?

Se tomaran medidas para reducir al minimo el ruido durante la
construccion. Estas medidas se pueden encontrar en el Manual del Ruido
de la Construccion de Autopistas de la FHWA. El CDOT requerira

que el contratista utilice las Mejores Practicas Administrativas (BMPs
abreviacion en inglés) para reducir el ruido durante la construccion.
Ademas, para reducir los impactos del ruido durante la construccion y
reducir al minimo la necesidad de utilizar las ventanas para ventilacion,
para las viviendas ubicadas entre las Avenidas 45th y 47th, desde la
Brighton Boulevard a la Colorado Boulevard:

= Se proporcionara contraventanas interiores

= Se proporcionaran dos unidades de aire acondicionado portétiles
o montadas en las ventanas con filtracion de aire y asistencia para
pagar los posibles gastos adicionales de servicios publicos durante
la construccion.

Este proyecto cumplira con los cédigos de la ciudad apropiados en lo
gue concierne al ruido de la construccion. Si se espera que los niveles
de ruido durante la construccion excedan los limites de los codigos de la
ciudad, el contratista debe obtener la variante del reglamento necesario,
el cual normalmente incluye medidas atenuantes adicionales. Consulte
el EIS Final, Anexo K, informe Técnico del Ruido, bajo la Seccion 6.4,
Ruido de la Construccién, para mas informacion.

En los alrededores de la Escuela Primaria Swansea, el ruido de la
construccion se reducird en mayor medida posible durante el horario
escolar. Si es posible, la construccion deberd ocurrir durante las horas
en que la escuela no esté en sesion. Si esto no es posible, las actividades
de construccion con ruido alto deben realizarse durante las horas no

escolares. También se pueden utilizar protectores de ruido temporal
alrededor del patio de recreo de la escuela y otras areas al aire libre de
uso frecuente.

Alternativa Preferida

PALl. ¢Cuales son los beneficios de la cubierta de la
autopista?

La incorporacién de la cubierta de la carretera ayudara a reconectar las
comunidades circundantes al proporcionar conexiones faciles y seguras
entre estas comunidades para todos los usuarios, especialmente para
peatones y ciclistas. La inclusion de la cubierta de la autopista con un
jardin urbano y un espacio para la comunidad ayudara a lograr objetivos
de habitabilidad méas generales para la comunidad, escuelas de calidad y
calles seguras junto con el apoyo de las comunidades existentes a lo largo
del corredor. Ademas, la cubierta de la autopista reduce los impactos

del ruido en las zonas adyacentes. La cubierta contribuira directamente
para mejorar la calidad del aire, resultando en concentraciones de PM10
gue son menores en la Escuela Primaria Swansea y las zonas adyacentes
de lo que serian en el futuro si no tuviera la cubierta (Alternativa de No
Tomar Ninguna Accidn). Ademas, la cubierta mejorara indirectamente
las condiciones del vecindario al promover la caminata y el ciclismo para
viajes cortos a destinos locales.

PA2. ¢Por qué se proporciono la cubierta como parte
de la Alternativa Preferida?

La Alternativa de Paso a Desnivel Parcialmente Cubierto se desarroll6
en respuesta a las preocupaciones de la comunidad de reconectar el
vecindario de Elyria y Swansea eliminando el viaducto existente o

las posibilidades de construccion de un nuevo viaducto, y colocando

la autopista por debajo del nivel de la calle. Al colocar la autopista a
desnivel en esta zona, la barrera visual creada por el viaducto existente se
eliminara. La cubierta de 900 pies de longitud sobre la seccion a desnivel
de la I-70 tendra un parque o jardin urbano sobre la cubierta que puede
atraer a los residentes del lado norte y lado sur de la autopista, creando
una conexion sin interrupciones que cruza la autopista y proporciona
conectividad adicional dentro del vecindario. La cubierta estara ubicada
entre la Clayton Street y Columbine Street y no excedera los 1,000 pies
de longitud debido a los requisitos de ventilacion requeridos por los
estandares de incendio y seguridad.
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La cubierta de la autopista se desarroll6 para atenuar los impactos
adversos al vecindario de Elyria y Swansea y para restaurar y mejorar
la cohesidn del vecindario, la cual fue interrumpida hace varias décadas
por la construccién original de la 1-70 en los sesentas. La cubierta de
la autopista tiene la intencion de servir como un espacio activo para la
comunidad, los residentes de los alrededores y comunidades locales,
mientras que también proporciona atenuantes para la Escuela Primaria
Swansea. Para proporcionar una conexion continua entre la cubierta de
la autopista y la escuela, y un ambiente seguro para que los estudiantes
utilicen las instalaciones de la cubierta, la 46th Avenue en el lado norte
de la autopista se descontinuara en el tramo de la Clayton Street y la
Columbine Street.

La cubierta ajardinada también apoyara conexiones sociales en el
vecindario de Elyria y Swansea creando lugares donde los residentes y
visitantes puedan reunirse e interactuar. Las instalaciones y disefio en
este espacio—tales como juegos infantiles y canchas de deportes—se
basaran en las opiniones y necesidades de la comunidad.

PA3. ¢Quién mantendra la cubierta de la autopista?

El CDOT es responsable por el mantenimiento de la estructura de la
cubierta. EI mantenimiento de los atractivos y jardines sobre la cubierta
todavia no se a determinado a la fecha. El CDOT esta trabajando con
Denver y el DPS para desarrollar acuerdos de uso compartido en la
cubierta y operaciones y mantenimiento a largo plazo de la misma. Se
desarrollard un plan de compromiso de mantenimiento y estos acuerdos
finalizaran antes de que empiece la construccion.

PA4. ¢Qué caracteristicas se incluiran en el disefio de
la cubierta?

La cubierta tiene el propésito de ser un espacio compartido entre la
comunidad circundante y la Escuela Primaria Swansea. Los jardines

de la cubierta también apoyan las conexiones sociales en el vecindario
de Elyria y Swansea creando lugares donde los residentes y visitantes
puedan reunirse e interactuar. Las caracteristicas y disefio en este
espacio—tales como juegos infantiles y canchas de deportes—se basaran
en las opiniones y necesidades de la comunidad. Consulte el Anexo

P, Esfuerzos de Planificacion de la Cubierta, del EIS Final para mas
informacioén sobre planificacion de la cubierta.
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PA5. ¢Cdémo sera la iluminacién debajo de la cubierta?

La iluminacion de la seccién cubierta se disefiara para cumplir con los
requisitos de incendios y seguridad, asi como para evitar el “efecto del
agujero negro”, el cual era un problema principal con los tineles de
Stapleton de la antigua I-70. El 4rea cubierta de la autopista estara bien
iluminada mediante el uso de las ultimas tecnologias de iluminacion para
mejorar la seguridad de los conductores y las operaciones en la autopista.

Esta foto de los Tuneles Gemelos de la I-70 en las afueras
de Idaho Springs, Colorado es un ejemplo de las Ultimas
tecnologias de iluminacion (al lado izquierdo) comparado con

los antiguos estandares de iluminacion.

PAG6. ;Se cerrara el empalme de la Steele Street/
Vasquez Boulevard con la Alternativa Preferida?

Como se identificaron en el EIS Final, el empalme de la Steele Street/
Véasquez Boulevard permanecera abierto como parte del disefio de la
Alternativa Preferida en respuesta a los comentarios recibidos durante

el Anteproyecto del EIS Suplementario. El acceso a la autopista se
proporcionaria mediante un empalme en forma de diamante dividido

en la Steele Street/VVasquez Boulevard y en la Colorado Boulevard

con rampas auxiliares. Las rampas auxiliares permiten el movimiento
completo en el intercambio mientras que reduce al minimo el trafico en el
vecindario y el terreno utilizado por la autopista a la altura del empalme
de la Steele Street/VVasquez Boulevard. Consulte el Capitulo 3, Resumen
de las Alternativas del Proyecto, del EIS Final para mayor informacion.

PA7. ¢Por qué se identificé la Opcién de Carriles
Administrados como la opcion operativa preferida?

La Opcion de Carriles Administrados se identifico como la Opcion
Operativa de la Alternativa Preferida debido a su flexibilidad operativa

a largo plazo y beneficios de movilidad. Los carriles administrados le
dan flexibilidad a los conductores al permitirles pagar un tarifa para
evitar el congestionamiento de los carriles de uso general, mejorando

la confiabilidad en los tiempos de viaje. También le permite al CDOT
controlar el congestionamiento a largo plazo, reduciendo la necesidad de
expansion futura. La Opcion de Carriles Administrados también tiene un
mayor potencial de rendimiento, lo cual significa que tiene la capacidad
para mas personas en un momento dado. Esta opcion da cabida a los
autobuses expresos, camionetas y otros vehiculo de alta ocupacion,
proporcionando de esta forma un mayor servicio para esos pasajeros.
Esta opcion también promueve el uso de vehiculos para compartir con
otros pasajeros para evitar el congestionamiento.

PA8. (LaAlternativa Preferidaincluye una segunda
cubierta en la autopista?

No se ha incluido una segunda cubierta como parte de la Alternativa
Preferida. Sin embargo, para satisfacer el interés de Denver de construir
una segunda cubierta en el futuro, la Alternativa Preferida incluye

un enfoque global para el disefio y construccion que no excluye la
construccion de una segunda cubierta sobre la autopista desde la parte
oeste del empalme de la Steele Street/Vasquez Boulevard hasta la parte
este de Cook Street. Si otros deciden construir una segunda cubierta en el
futuro, la calidad del aire se debera analizar.

PA9. ¢LaAlternativa Preferida reduce la conectividad
de Norte a Sur?

Las siguientes conexiones Norte/Sur desde la Brighton Boulevard a la
Quebec Street estan incluidas, mantenidas, modificadas o eliminadas en
base a los analisis y coordinacion continua:

= Brighton Boulevard: permanecera la conexion vehiculara por
debajo de la I-70

= York Street: se mantendra la conexién vehicular sobre la I-70 como
via de un solo sentido
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Josephine Street: se mantendra la conexidn vehicular sobre la 1-70
como via de un solo sentido

Columbine Street: se mantendré la conexion vehicular sobre la
1-70 como via de doble sentido

Elizabeth Street: la conexion vehicular directa al sur de la I-70 no
existe actualmente; la Elizabeth Street entre la 47th Avenue y la
46th Avenue Norte se desocupara para dar cabida a las mejoras
para la escuela.

Thompson Court: se mantendra la conexion vehicular a la 46th
Avenue; no existe actualmente acceso sobre la 1-70

Clayton Street: se mantendra la conexién vehicular sobre la 1-70
como una via de doble sentido

Fillmore Street: Se afiadird una conexion vehicular sobre la 1-70
como una via de doble sentido

Milwaukee Street: se mantendra la conexion vehicular de la 46th
Avenue; el acceso sobre la 1-70 no existe actualmente

Steele Street/\VVasquez Boulevard: se mantendré la conexion
vehicular sobre la 1-70 como una via de doble sentido

Cook Street: se afadira una conexion vehicular de doble sentido
sobre la I-70

Madison Street: se mantendra la conexion vehicular en la 46th
Avenue Sur; el acceso a la 46th Avenue se debera hacer mediante
la Mornroe Street propuesta, una cuadra al este; el acceso sobre la
1-70 no existe actualmente

Monroe Street: se afiadira un conexion vehicular de doble sentido
sobre la 1-70; una nueva carretea se extendera de Norte a Sur para
reemplazar la conexion de la Garfield Street que fue eliminada

Garfield Street: se eliminara y reemplazara la conexion sobre la
I-70 por la nueva conexion Monroe Street

Colorado Boulevard: permanecera la conexion vehicular sobre la
1-70

Dahlia Street: permanecera la conexién vehicular por debajo de la
1-70

= Holly Street: permanecera la conexidn vehicular por debajo de la
1-70

= Monaco Street: permanecera la conexion vehicular por debajo de
lal-70

= Quebec Street: permanecera la conexion vehicular por debajo de la
1-70

Para mas informacion sobre las conexiones Norte/Sur que se proponen
como parte de la Alternativa Preferida, favor de consultar el Capitulo 3,
Resumen de las Alternativas del Proyecto, en el EIS Final.

La Calidad del Aire y la Salud

AQ1L. ¢Serealizd un estudio de la Salud para el EIS
Final de la I-70 Este?

En base a los comentarios del publico, gran parte de la preocupacion
por la salud esta relacionada a la calidad del aire alrededor de las
carreteras. Un estudio de la salud (evaluacién del impacto en la salud

0 evaluacion de riesgos en la salud) no es requerido por la NEPA o

la Ley del Aire Limpio y por lo tanto no se ha realizado para este
proyecto. El estado actual de salud de las comunidades afectadas se ha
discutido minuciosamente en la Evaluacion del Impacto en la Salud

del Departamento de la Salud Ambiental (DEH abreviacion en inglés)
de Denver (septiembre del 2014). EI EIS Final afiade a la informacion
que se discute en el estudio del DEH mostrando cémo la calidad del
aire es probable que cambie en el futuro bajo diferentes alternativas

del proyecto. El andlisis realizado para el EIS Final demuestra que

los estandares de calidad del aire de la EPA para el CO y la PM10

se cumpliran, los niveles de PM10 seran mejores en la Escuela
Primaria Swansea con el proyecto que con la Alternativa de No Tomar
Ninguna Accién y las MSATs disminuiran en un 70 a 90 por ciento
independientemente de la alternativa que se elija. Los posibles impactos
del proyecto de remodelacion de la I-70, incluyendo los efectos de cada
alternativa en la capacidad de satisfacer los Estandares Nacionales del
Ambiente de la Calidad del Aire (NAAQS abreviacion en inglés) en base
a la salud, y en niveles de Fuentes Moviles de Toxicos del Aire (MSATs
abreviacion en inglés), se discuten en detalle en la Seccion 5.20 del EIS
Final, Condiciones de la Salud Humana.

Como se ha visto en los inventarios de emisiones de los contaminantes
de los NAAQS y las MSATs, la diferencia en emisiones entre las
alternativas (incluyendo la Alternativa de No Tomar Ninguna Accién)
es alrededor de 2 a 4 por ciento o menos. Consulte el Anexo J, Informe
Técnico de la Calidad del Aire. Ademas, las emisiones (y, por lo

tanto, concentraciones probables) asociadas con la 1-70 Este estan
disminuyendo considerablemente debido a una mayor movilidad, menor
congestionamiento, y a estandares de emisiones de vehiculos mas
limpios. Por ejemplo, los estimados de emisiones de MSAT preparado
por la APCD muestran que las emisiones de particulas de diesel se
proyectan que bajaran de 749 libras por dia en el 2010 a 48 libras por
dia (con la Alternativa de No Tomar Ninguna Accién) ¢ 49 libras por
dia (con la de Paso a Desnivel Parcialmente Cubierto con Carriles
Administrados) en el 2035. Las emisiones de benceno se pronostican
que bajen de 133 libras diarias en el 2010 a 26 libras diarias (con la
Alternativa de No Tomar Ninguna Accidn) 6 27 libras diarias (con la
de Paso a Desnivel Parcialmente Cubierto con Carriles Administrados)
en el 2035. Las otras MSATs veran reducciones similares de emisiones.
Consulte el Anexo J, Informe Técnico de la Calidad del Aire en la
seccién 7.4. Todos estos niveles de emisiones incluyen aumentos
pronosticados de VMT en el corredor. Por lo tanto, una evaluacion de
impactos en la Salud, a lo sumo, mostraria muy pequefias diferencias
entre las alternativas con mucho menor impactos que los niveles
historicos o actuales en términos de impactos a la calidad del aire. Esto
no afectaria las elecciones entre las alternativas razonables.

AQ2. ¢Por qué no se examinaron contaminantes
adicionales relacionados al transporte, incluyendo
particulas finas (PM2.5) y 6xidos de nitrogeno (NO2),
con el mismo nivel de detalle que se le dio al mondéxido
de carbono (CO) y particulas gruesas (PM10)?

Los protocolos de la Calidad del Aire (disponible en el Anexo J del
EIS Final, Informe Técnico de la Calidad del Aire, Apéndice A) se
desarrollaron a través de la coordinacion interinstitucional entre el
CDOT, La FHWA, la CDPHE, y la EPA. Todas las agencias estuvieron
de acuerdo con los protocolos, el cual no incluyé el modelo PM2.5 6
NO2.

No se utiliz6 modelos para concentraciones en la carretera de PM2.5

y NO2 en el EIS Final debido a que no son contaminantes que posen
preocupacion en el rea de Denver o en la zona del proyecto en la
actualidad, o en un futuro préximo. El &rea de Denver nunca ha violado
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los NAAQS para el PM2.5 y no esta en peligro inminente de hacerlo
en base a datos de monitoreo actual y tendencias previstas. El sexto
valor mas alto en 24 horas (el cual es el valor utilizado para determinar
el cumplimiento de las regulaciones de la EPA) de PM2.5 actual del
lugar de monitoreo de la 1-25/8th Avenue de la CDPHE (el cual tiene
un ADT mayor que la zona del proyecto de la I-70 Este actual) es de
30 pg/m3, comparado con el valor estandar de 35 ug/m3. Por lo tanto,
no es necesario el uso de un modelo de zona critica para la PM2.5. Con
respecto al NO2, las regulaciones de conformidad de la EPA no requieren
el uso de modelos de zonas criticas para el NO2. Consulte 40 C.F.R
Seccion 93.116.

Através de los inventarios de emisiones se examinaron la PM2.5 and
el NO2. Hay muy poca variacion en emisiones entre las Alternativas de
Construccion y la Alternativa de No Tomar Ninguna Accion debido a
mayor movilidad, menor congestionamiento y estandares mas limpios
para vehiculos.

AQ3. ¢Las mejoras a la autopista ocasionaran
un aumento en la contaminacion del aire para los
residentes o la Escuela Primaria Swansea?

El analisis de calidad del aire de MSAT y NAAQS realizado para el

EIS Final muestra que las emisiones en general disminuiran en el futuro
debido a mayor movilidad, menor congestionamiento y estandares

mas limpios para vehiculos. Para las MSATSs, el analisis demostré que
el proyecto de la I-70 Este tendra un efecto minimo en las emisiones
anuales en la zona de estudio (consulte la Grafica 5.10-21 del EIS Final),
con las distintas alternativas que muestran una gama de emisiones
anuales de MSAT desde un 2.1 por ciento a un 3.8 por ciento por
encima de la Alternativa de No Tomar Ninguna Accidn en el afio de
disefio del 2035. Las tenencias generales en las emisiones de MSAT
estan disminuyendo claramente con todas las alternativas mostrando
una disminucion de aproximadamente ocho a nueve veces de las tasas
actuales para el 2035 (Grafica 5.10-20 del EIS Final).

Durante el proceso de la NEPA, el CDOT y La FHWA han consultado
ampliamente con la EPA 'y el CDPHE sobre la estrategia y métodos

para el analisis de la calidad del aire. Esta consulta ha resultado en

un acuerdo sobre la metodologia de analisis y los resultados de estos
analisis. El analisis de CO y PM10 al lado de la carretera (zonas criticas)
utilizaron los estimados del trafico y emisiones actuales y los modelos
de dispersion de los contaminantes que fueron analizados por la EPA.

El analisis de las zonas criticas del CO mostr6 que todas las alternativas
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resultaran en niveles de CO muy por debajo de las NAAQS. El analisis
de la PM10 mostré que todas las alternativas resultaran en niveles
iguales o por debajo de los NAAQS para este contaminante. También
cabe sefialar que ambos andlisis fueron realizados en las ubicaciones
mas contaminadas dentro de la zona de estudio, asegurando que las
condiciones de calidad del aire en otras zonas serdn menores que las que
resultaron en el analisis de las zonas criticas.

Ademas modelos de receptores se colocaron en la Escuela Primaria
Swansea para el anlisis de zonas criticas de PM10, con los resultandos
presentados en la Grafica 5.10-13 del EIS Final para mostrar que

todas las ubicaciones con modelos permaneceran muy por debajo de

los NAAQS en base a la salud para la PM10. El monitoreo del aire se
realizard durante las labores de construccién para asegurar que la calidad
del aire en la escuela no alcance niveles peligrosos.

AQ4. ¢Exponerse alacontaminacion del aire de
la autopista tendria consecuencias adversas para la
salud?

La investigacion actual indica que la exposicion a los contaminantes

del aire de la autopista podria resultar en condiciones adversas para la
salud; sin embargo, es dificil determinar en que medida afectara las
emisiones de la 1-70 en las comunidad circundante. Los limites de la
NAAQA establecidos por la EPA, protegen la salud humana. Los valores
del modelo de la calidad del aire para el proyecto de la I-70 Este estan
por debajo de la NAAQA y demuestran que no hay excesos 0 impactos
del proyecto en base a los estandares basados en la salud de la EPA para
estos contaminantes. Por lo tanto, no hay impactos previstos del proyecto
relacionados a contaminantes cubiertos por los NAAQS.

El Informe Especial del Instituto de Efectos en la Salud #16, Fuente
Movil de Téxicos del Aire (Mobile-Source Air Toxics en inglés): Una
Evaluacion Critica de la Literatura sobre Exposicion y los Efectos

en la Salud, manifiesta que los efectos del cancer en la salud que

se atribuyen a las MSATs son dificiles de distinguir debido a que la
mayoria de las evaluaciones cuantitativas se derivan de los estudios de
grupos de trabajadores expuestos a altas concentraciones y debido a
gue algunos estimados de la potencia del cancer provienen de modelos
desarrollados con animales. La exposicion a multiples MSATSs provienen
de fuentes no relacionadas a los vehiculos, e identificar efectos en
estudios de comunidades es un reto debido a las bajas concentraciones
en el ambiente, exposicion a posibles maltiples toxicos y otros factores
confusos.

En enero del 2010, el Instituto de Efectos en la Salud publicé un Informe
Especial #17, investigando los efectos en la salud de los contaminantes
del aire relacionados al trafico. Los investigadores estimaron que habian
pruebas “suficientes” para vincular al asma con la contaminacion
relacionada al trafico. La evidencia fue “sugestiva pero no suficiente”
para otros resultados perjudiciales de salud como la mortalidad
cardiovascular. Los autores del estudio también sefialaron que estudios
epidemioldgicos pasados no pueden proporcionar una evaluacion
apropiada de asociaciones de salud futuras debido a que las emisiones de
los vehiculos estan disminuyendo con el tiempo.

Finalmente, en el 2011, el Instituto de Efectos en la Salud, publico tres
estudios en el que se evaltan el potencial para las zonas criticas de
MSAT. En general, los autores confirmaron que aunque las autopistas son
una fuente de toxicos del aire, no pudieron comprobar que la autopista
fuera la Unica fuente de estos contaminantes. Determinaron que la
exposicion cerca de las carreteras no eran con frecuencia diferentes o
superiores que los niveles de exposicion base (0 ambiente) y, por lo tanto
no se identificaron verdaderas zonas criticas. Estos Informes (Informes
NUmero 156, 158 y 160) estan disponible en el sitio web del Health
Effects Institute: http://pubs.healtheffects.org/index.php.

Ademas, el CDOT observa que mientras que la incidencia de algunos
efectos en la salud (tales como asma, autismo y trastorno de déficit de
atencion/hiperactividad) en la poblacién de los E.E.U.U. parece haber
incrementado, las emisiones de vehiculos motorizados han disminuido.
Esta disminucion en las emisiones de MSAT esta documentada en la
Figura 13 del Informe Técnico de la Calidad del Aire, Anexo J del

EIS Final y para otros contaminantes en el sitio web epa.gov/ttn/chief/
trends/. Esta correlacion negativa entre las tendencias de las emisiones

y las tendencias de los efectos en la salud ilustra la complejidad de los
temas. Las Evaluaciones de Riesgos en la Salud que se han realizado
para las autopistas muestran riesgos para la salud muy por debajo de los
factores de riesgo aceptables de la EPA. Por ejemplo, la conclusién de
las Contribuciones de Riesgo en la Salud de la Autopista South Mountain
de los Proyectos de Autopista encontrd que: “las estimaciones de riesgo
de la MSAT en los estudios resumidos anteriormente son correctos,

esto significa que el riesgo gradual de cancer debido a la inhalacion del
aire que esta cerca de una carretera principal es varios cientos de veces
menores que el riesgo de un accidente fatal debido al uso de una carretera
principal”.

Las Emisiones Nacionales para Contaminantes del Aire Peligrosos de la
EPA para las emisiones de benceno se basa en un nivel de riesgo de 100
casos de cancer por millon. Mientras tanto, el reglamento del 2007 de la
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EPA sobre vehiculos y combustibles esta disefiado a un nivel de riesgo de
5 casos de cancer en un millén; 20 veces menor que los estandares para
los contaminantes en general.

También consulte la Seccion 5.20, Problemas de Salud Humanos del EIS
Final para informacion especifica sobre el proyecto con respecto al tema.
Las secciones AQ2 y AQ3 tienen informacion sobre la disminucion de
las emisiones.

AQ5. ¢Cuédl serala calidad del aire cerca del parque
gque se tiene previsto para la cubierta en la Alternativa
de Paso a Desnivel Parcialmente cubierto, asi como
dentro de la seccién cubierta de la autopista?

La calidad del aire alrededor de la cubierta fue examinada en el analisis
de zonas criticas de PM10 de la I-70/1-25, utilizando un software para
modelar con la tecnologia de punta para estimar las concentraciones de
contaminantes en la zona. Este analisis mostrd que todas las zonas que
se encuentran alrededor de la Escuela Primaria Swansea y la cubierta
estuvieron muy por debajo de los estandares de la calidad del aire base
para la PM10. Ademas, la Grafica 5.10-13 del EIS Final muestra que las
concentraciones de PM10 modeladas en la Escuela Primaria Swansea
seran menores con la Alternativa de Paso a Desnivel Parcialmente
Cubierto que con la Alternativa de No Tomar Ninguna Accién o la
Alternativa del Viaducto Modificado, como consecuencia que la cubierta
se encuentre adyacente a la escuela.

Con respecto a la calidad del aire dentro de la seccidn cubierta de la
autopista, la cubierta fue disefiada para ser lo suficientemente corta para
no necesitar ventilacion artificial durante el funcionamiento normal,
debido a que las dos direcciones estaran separadas por un pared de
altura completa, la accion de los vehiculos de desplazarse a través de
cada lado de la seccion cubierta mantendrén al aire en movimiento para
que los contaminantes no se acumulen a niveles poco saludables. Segun
un reporte de seguridad contra incendios y ventilacion preparado para

el proyecto (Apéndice E del Informe Técnico de la Calidad del Aire del
Anteproyecto del EIS Suplementario del 2014) el trafico tendria que estar
paralizado completamente por 27 minutos antes de que los niveles de
contaminantes aumenten a un punto que sea necesario ventilacion. En tal
situacion, o en caso de incendio u otro accidente que pudiera ocasionar
que la calidad del aire fuera poco saludable debajo de la cubierta, se
proporcionard un sistema de ventilacion de emergencia para despejar el

aire y proteger a las personas que se encuentran dentro. El disefio de la
cubierta incluye ventiladores a chorro que ayudaran a mover el aire a
través de la porcion de la cubierta de la autopista, cuando sea necesario.

En relacidn a la calidad del aire cerca de las aberturas de la seccion

de la cubierta de la autopista, los estudios han demostrado que las
concentraciones de los contaminantes se disipan rapidamente con la
distancia desde las aberturas del tanel. Consulte el Informe Técnico de la
Calidad del Aire, Anexo J del EIS final para mayor informacion.

AQ6. ¢LaAlternativa Preferida empeorara la calidad
del aire en la zona del proyecto?

Al mejorar la movilidad y reducir el congestionamiento a través del
aumento de capacidad y reducciones en el tiempo de viaje junto con el
cierre de la parada de camiones del Pilot Travel Center como resultado
del proyecto, se anticipa que la Alternativa Preferida mejore en general
la calidad del aire en la zona comparado con la Alternativa de No
Tomar Ninguna Accién. Como se ven en los inventarios de emisiones
de contaminantes de los NAAQS y las MSATs, la diferencia entre las
alternativas (incluyendo la Alternativa de No Tomar Ninguna Accidn)
en emisiones es alrededor del 2-4 por ciento 0 menos, a pesar de que las
VMT incrementaran. Consulte el Informe Técnico de la Calidad del Aire,
Anexo J del EIS Final para mayor informacion.

En el anélisis de zonas criticas de PM10 de la I-70/1-25, por ejemplo, el
modelo de concentracion de PM10 para la Alternativa Preferida es de

57 pg/m3, mientras que las concentraciones para la Alternativa de No
Tomar Ninguna Accién son de 62 pug/m3. Nueve de los 10 receptores en
la Escuela Primaria Swansea muestran que las concentraciones de PM10
son de 10 pg/m3 6 menores para la Alternativa Preferida que para la
Alternativa de No Tomar Ninguna Accion y con la misma concentracion
para las dos alternativas en el receptor restante.

Los valores del disefio para todas las alternativas en las zonas criticas en
la 1-25 y la 1-225 son iguales o menores que 150 pg/m3 para el PM10 de
24 horas de los NAAQS. La mayor diferencia entre la Alternativa de No
Tomar Ninguna Accidn y una Alternativa de Construccion se produce en
la zona critica de la [-225 para las Alternativas del Viaducto Modificado
y de Paso a Desnivel Parcialmente Cubierto con la Opcion de Carriles
Administrados. Estas alternativas muestran incrementos hasta de un 57
por ciento entre las concentraciones modeladas, pero todavia por debajo
del NAAQS.

AQ7. ;Como piensael CDOT monitorear la calidad
del aire en las comunidades adyacentes y proximos a
la Escuela Primaria Swansea, durante y después de las
labores de construccion?

Antes de empezar la fase de construccion, se requerira que el contratista
produzca un Plan de Control de Fuga del Polvo para el proyecto, el cual
deberé ser aprobado por la Division de Control de Contaminantes del
Aire (APCD abreviacion en inglés) de la CDPHE como parte del proceso
de permisos relacionados al aire. El plan sera evaluado por el personal

de la APCD para garantizar que las Mejores Practicas Administrativas
sean estipuladas para el control de las particulas aéreas de polvo
provenientes de las labores de construccion. Adherirse al plan durante las
labores de construccion reducird al minimo los efectos del polvo en las
comunidades circundantes.

El equipo de construccion del proyecto también establecera un Plan para
Monitorear la Calidad del Aire Durante la Construccion, el cual delineara
las necesidades de monitoreo especificas, equipos, y procesos utilizados
para medir, mantener y reportar los datos de PM10. Se establecera

la recopilacion de datos y protocolos para reportar datos publicos. El
plan incluird documentacion adicional que definira los niveles criticos

de concentracidn para alertar a los administradores de la zona de
construccion sobre el aumento en los niveles de polvo y la necesidad de
implementar las Mejores Practicas Administrativas (BMPs abreviacion
en inglés) de supresién del polvo adicionales en la zona objetivo. En este
plan se incluira una lista de BMPs y actividades de construccion. El plan
también incluira elementos de control de calidad y un plan de accién
requerido por la EPA 'y un reporte de datos y calibracion del equipo asi
como el mantenimiento requerido por la APCD.

Durante la construccion, se realizard un monitoreo del aire para asegurar
que los esfuerzos de control del polvo sean exitosos en la prevencion

de la violacion de los estdndares de la calidad del aire. EI monitoreo de
la calidad del aire durante la construccion en el proyecto de la 1-70 Este
se enfocard en los monitores de PM10 en zonas de construccion activas
a lo largo del corredor, como sea viable, para monitorear cada hora las
concentraciones de PM10. El propdsito de este monitoreo temporal sera
para mantener el conocimiento de la generacién de polvo del proceso
activo de perturbacion de suelos, tales como demoliciones, excavaciones,
demolicion de piedras, etc.; para ayudar en la identificacion del aumento
de niveles de polvo localizado; y para activar un plan de implementacion
de BMP que responda si los niveles de polvo alcanzan un nivel critico
predeterminado.
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Ademas, como se sefialé en la Seccidn 5.18, Materiales Peligrosos,
del EIS Final, el CDOT desarrollara planes de salud y seguridad del
manejo de materiales especificos en cada zona para estipular medidas
de respuestas necesarias si se encuentran materiales peligrosos durante
la construccion y garantizar de esta forma la proteccién de la salud y
seguridad de los trabajadores y del pablico.

Impactos a la Propiedad

PROP1. ¢LaOpcion de Carriles Administrados va ha
requerir la adquisicion adicional de derecho de paso?

La Opcion de Carriles Administrados no requiere de mayor espacio

o carriles adicionales que la Opcion de Carriles de Uso General al

Oeste de la I-270 (cinco carriles de uso general en cada direccion para

la opcidn de carriles de uso general, tres carriles de uso general y dos
carriles administrados en cada direccion para la opcion de carriles
administrados). Tanto la Opcion de Carriles Administrados como la

de Carriles de Uso General utilizan el mismo ancho para propdsitos

de analisis. Al Este de la I-270, en la configuracion final, la Opcion de
Carriles Administrados sera mas ancha que la Opcion de Carriles de Uso
General, debido a las rampas adicionales que proporcionaran conexiones
directas desde los Carriles Administrados a la 1-270, la 1-25 y Pefia
Boulevard.

PROP2. ;Qué impactos a la propiedad tendra la
Alternativa Preferida en las comunidades cercanas?
¢ Como asistira el CDOT a los residentes desplazados?

La Alternativa Preferida va a requerir la adquisicion de propiedades las
cuales resultaran en la reubicacién de 56 unidades residenciales y 18
comerciales (incluyendo una organizacion sin fines de lucro).

El CDOT notificara a todos los propietarios e inquilinos afectados
sobre la intencién de adquirir algan interés en sus propiedades, ademas
de proporcionar una oferta por escrito de una compensacion justa
especificamente describiendo dichos intereses en la propiedad. Un
especialista en derecho de paso se asignara a cada propietario para
ayudarles a entender y dirigir este proceso.
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No se le obligara a los residentes (inquilinos o propietarios) mudarse
a menos que exista una unidad de reemplazo disponible que sea
Comparable, Decente, Segura y Sanitaria (DSS abreviacion en inglés).
Los estandares de una DSS fueron establecidos por regulaciones
federales y se ajustan a codigos locales de vivienda y ocupacion. El
CDOT proporcionara viviendas de reemplazo comparables que son
DSS y dentro de las posibilidades financieras de los residentes, antes
de que sea necesario que el residente se mude. Si no existe tal vivienda
de reemplazo, las regulaciones le permiten a la agencia proporcionar
un pago para el reemplazo de la vivienda que exceda el maximo pago
reglamentario como parte del proceso de Ultimo Recurso de Vivienda.

La Quinta Enmienda de la Constitucion de los Estados Unidos provee
que no se puede tomar propiedad privada para uso publico sin pago o
justa compensacion. Ademas, la Asistencia de Reubicacion Uniforme

y la Ley de Politica de Adquisicion de Propiedades de 1970 (Ley
Uniforme) es un programa por mandato federal que se aplica a todas las
adquisiciones de bienes inmuebles o desplazamientos de personas como
resultado de programas o proyectos federales o con asistencia federal,
tales como la implementacion de estas alternativas del proyecto. La

Ley Uniforme fue creada para proporcionar y garantizar que se aplique
“uniformemente” una compensacion justa para terrenos adquiridos por
el gobierno. El CDOT exige que se cumpla con la Ley Uniforme en
cualquier proyecto para el cual tiene la responsabilidad de supervisar, sin
importar de donde proviene el financiamiento.

PROP3. (EI CDOT repondraviviendas en el vecindario
para atenuar los impactos de adquisicion?

Para compensar la pérdida de algunas unidades de viviendas
residenciales en el vecindario, el CDOT proporcionara $2 millones en
fondos para desarrollar unidades de viviendas asequibles en el vecindario
de Elyria y Swansea a través de programas disponibles.

PROP4. ;Se les proporcionara ayuda a los residentes
en las inmediaciones de la I-70 para mudarse si deciden
hacerlo?

Las unicas partes que son elegibles para los beneficios de reubicacion
del CDOT son los ocupantes de los edificios quienes seran directamente
desplazados por una adquisicion del CDOT como resultado de este

proyecto y que cumplen con los requisitos aplicables de elegibilidad.
La reubicacion no es necesaria 0 apropiada para otros residentes debido
a que las concentraciones de contaminantes del aire seran mucho
menores que los estandares federales de salud y disminuiran durante

la vida util del proyecto. Se reduciran los niveles de ruido mediante la
seccién a desnivel de la I-70, la cubierta y muros contra ruido. Mudar a
los residentes de viviendas que no son necesarias para la construccion
seria una medida costosa que afectaria a las comunidades en lugar de
mejorarlas debido al desplazamiento de mas personas que el minimo
necesario para cumplir con seguridad el propdésito y necesidad.

PROPS5. (EICDOT reubicaréala Escuela Primaria
Swansea lejos de la I-70 para aminorar los impactos del
proyecto?

La Escuela Primaria Swansea ha sido identificada como un recurso
muy importante y valioso en el vecindario de Elyria y Swansea. El
equipo del proyecto investigd en el vecindario para identificar otra
ubicacién conveniente para la escuela. La Unica ubicacion disponible
que se identifico fue donde actualmente reside el Swansea Recreation
Center. La comunidad expreso oposicion a mover la escuela al lugar
donde se encuentra el centro de recreacion debido a que las vias del
tren se encuentran adyacentes. La decision de mantener la escuela en
su ubicacidn actual se hizo durante las oportunidades de participacion
publica realizadas para evaluar lugares alternativos para la escuela, y
encuestas a los padres en la escuela durante el proceso del PACT.

El CDOT desarroll6 la Alternativa de Paso a Desnivel Parcialmente
Cubierto para mantener la escuela en su ubicacion actual y reducir al
minimo los impactos. Las atenuantes para la escuela redisefian y amplian
el terreno de la escuela y proporcionan mejoras al edificio.

Los residentes del vecindario de Elyria y Swansea estan a favor de que la
escuela permanezca en su ubicacion actual con la Alternativa Preferida.
El DPS también apoya esta decision.
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Consideraciones de Justicia Ambiental

EJ1. (EICDOT hatomado en cuentalos impactos a
las comunidades de Justicia Ambiental?

El CDOT reconoce que el proyecto atraviesa por comunidades de
justicia ambiental, y por eso proporcioné un nivel sin precedentes de
participacion publica disefiada para cubrir las necesidades de estas
personas minoritarias y de bajos recursos, y encontrar formas para
mejorar el proyecto, y reducir su impacto. El equipo del proyecto de la
I-70 Este utiliz6 una variedad de herramientas para solicitar las opiniones
y participacion de las partes interesadas donde se trataron temas de
diversidad en el lenguaje, niveles de alfabetizacion y exposicion a los
medios de comunicacion incluyendo:

= La apertura de una oficina en la zona del proyecto

= Todas las reuniones publicas han sido convenientemente ubicadas
dentro de la zona del proyecto y accesibles por el transporte publico

= Proporcionando cuidado de nifios, comida, y traducciones en cada
reunién publica

= Proporcionando notificaciones y anuncios publicitarios en inglés y
espafiol

= Proporcionando anuncios en medios de comunicacién locales y
regionales y en organizaciones religiosas

= Utilizando empresas locales para dar servicio de comidas durante
las reuniones y proporcionar servicios de traducciones

= Empleando residentes de la zona del proyecto para liderar y proveer
personal para los esfuerzos de participacién publica

= Distribuyendo volantes de puerta a puerta para los residentes y
empresas de la zona

= Proporcionando varios métodos para comunicarse con el equipo
del proyecto incluyendo e-mail, teléfono, sitio web, correo postal y
atencion sin turno previo

= Proporcionando todo tipo de comunicaciones en inglés y en espafiol

El CDOT realizo andlisis criticos que se enfocaron en impactos
especificos en estas comunidades con servicios inadecuados, incluyendo
algunos que se mencionan en la Evaluacién de Impactos a la Salud del

DEH del 2014: el vecindario y conectividad de las calles, calidad del
aire, acceso al transporte publico, instalaciones para ciclistas y peatones
y reubicaciones. Para resolver los impactos del proyecto de la autopista,
el CDOT ha identificado medidas atenuantes mas alla de las medidas
atenuantes estandares para aliviar el impacto en estas comunidades.
Consulte la Secciodn 5.3, Justicia Ambiental, del EIS Final para mayor
informacion.

EJ2. ¢Hay algun impacto mayor y adverso para las
comunidades de justicia ambiental como resultado del
proyecto?

Los beneficios del proyecto con las alternativas estan distribuidos
equitativamente en la zona del proyecto. El proyecto ha evitado algunos
impactos, reducido al minimo otros, y atenuado todos los impactos que
se pudieran evitar o minimizar. Si no tomamos en cuenta la prevencion,
minimizacion y medidas atenuantes, el proyecto tendra un impacto
desproporcionadamente mayor y adverso a las comunidades de justicia
ambiental. Sin embargo, el proyecto de la 1-70 Este incluye muchas
medidas atenuantes innovadoras para contrarrestar los impactos en

las poblaciones minoritarias y de bajos recursos. Algunas de esta
medidas atenuantes incluyen pero no se limitan, a proporcionar a los
residentes que se encuentran cerca de la construccién de la autopista,
contraventanas interiores y dos unidades de aire acondicionado portéatiles
o montadas en las ventanas con filtracion de aire y asistencia para

cubrir los posibles gastos de servicios publicos adicional durante la
construccion, proporcionando contribuciones a programas existentes
que faciliten el acceso a alimentos frescos, proveyendo sistemas de
climatizacion (HVAC abreviacién en inglés) y puertas y ventanas
modernas para la Escuela Primaria Swansea, y proporcionando fondos

a la CRHDC para asistir a los desplazados residenciales y comerciales
con asesoramiento y adquisicion financiera para obtener la propiedad de
reemplazo y para la obtencion de préstamos residenciales y comerciales.
Después de considerar los beneficios de las Alternativas de Construccion
junto con la evitacion, minimizacion y mitigacion, las Alternativas

de Construccidn no causaran efectos desproporcionados en ninguna
poblacion minoritaria o de bajos recursos, segun las previsiones de la
Orden Ejecutiva 12898 y la Orden 6640.23* de la FHWA. No se requiere
ningun analisis mas de justicia ambiental.

Ademas, la Opcion de Carriles Administrados plantea preguntas de
justicia ambiental relacionadas a los impactos de equidad: quienes
pueden utilizar las instalaciones, habran impactos adicionales, existen

impactos a aquellos que no tienen vehiculos, y si todo el mundo se

ha involucrado en el proceso publico. Los carriles administrados
proporcionaran tiempos de viaje reducidos para usuarios de todos los
niveles de ingreso, y proporcionan un viaje confiable por el corredor
cuando los conductores consideren que el peaje vale la pena. Mientras
que el precio de los carriles administrados proporcionara opciones

mas confiables, se implementara con consideraciones minuciosas de
impactos de equidad. Ademas, las mejoras en la conectividad de Norte a
Sur para el acceso de los peatones y opciones para ciclistas beneficiaran
la movilidad para aquellos que viven en las comunidades de justicia
ambiental y que no tienen automoviles.

Consulte la Seccion 5.3, Justicia Ambiental, del EIS Final para mayor
informacion.

EJ3. ¢Qué ha hecho el CDOT para minimizar impactos
a las comunidades de Justicia Ambiental?

El equipo del proyecto ha estado recibiendo consistentemente
comentarios relacionados acerca de los impactos a las propiedades
residenciales y comerciales entre la Brighton Boulevard y la Colorado
Boulevard. El proyecto se ha modificado en varias etapas del proceso

de la NEPA con el transcurso del tiempo. En primer lugar, el equipo

del proyecto realiz6 unos ajustes y modificaciones al Alineamiento
Existente de las Alternativas propuestas (denominada la Alternativa del
Viaducto Modificado en el Anteproyecto del EIS Suplementario y en
EIS Final) después de la publicacion de Anteproyecto del EIS del 2008 y
durante el proceso del PACT. Y respondié moviendo la 46th Avenida por
debajo del viaducto, minimizando impactos a las viviendas y negocios
circundantes. También se agregd conectividad de Norte a Sur adicional a
esta alternativa para mejorar la cohesion de la comunidad comparada con
la Alternativa del Alineamiento Existente del Anteproyecto del EIS del
2008.

Luego, para reducir la presencia visual del viaducto en estas
comunidades, mejorar la conectividad, y mejorar la seguridad en la zona;
el equipo del proyecto introdujo una nueva alternativa en el Anteproyecto
del EIS Suplementario: La Alternativa de Paso a Desnivel Parcialmente
Cubierto, luego de haber escuchado las preocupaciones planteadas
durante el proceso del PACT. Esta alternativa elimina el viaducto en

el tramo de la Brighton Boulevard y Colorado Boulevard y coloca la
autopista por debajo del nivel de la calle en esta zona. Incluye una
cubierta en la autopista entre la Columbine Street y la Clayton Street con
un jardin urbano para uso de la comunidad. La eliminacién del viaducto
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mejora la seguridad comparado con las condiciones existentes al eliminar
gue caigan objetos de la autopista, eliminar los espacios oscuros debajo
del viaducto, y eliminar los cruces peligrosos que existen en la actualidad
debajo del viaducto. El apoyo a las comunidades mas afectadas por el
proyecto llevo al CDOT a identificar esta alternativa como la Alternativa
Preferida.

Ademas, la Alternativa de Paso a Desnivel Parcialmente Cubierto
mejorara la conectividad de Norte a Sur, proporcionara un mejor acceso
para peatones y banquetas, y mejorara las opciones para ciclistas en

la zona del proyecto. Esto beneficiara a todos los residentes en las
comunidades de justicia ambiental.

El CDOT también proporcionard un nivel de atenuantes nunca provisto
en otros proyectos para residentes que se encuentran cerca de la
construccion de la autopista, para reducir impactos del polvo y ruido
durante la construccién y minimizar la necesidad de utilizar ventanas
para ventilacion, las viviendas entre las Avenidas 45th y 47th, desde la
Brighton Boulevard a la Colorado Boulevard:

= Se les proporcionara contraventanas

= Se les proporcionara dos unidades de aire acondicionado portatiles
o montadas en las ventanas con filtracion de aire y asistencia para
pagar los posibles gastos adicionales de servicios publicos durante
la construccion

Durante el proceso de participacion publica, el equipo del proyecto
escucho de los residentes del vecindario afectado que la Escuela Primaria
Swansea es un recurso importante para ellos. Por lo tanto, medidas
atenuantes adicionales se desarrollaron para que la escuela pueda
permanecer en su ubicacion actual. Estas medidas atenuantes incluyen

el suministro de un sistema de aire acondicionado (HVAC abreviacion

en inglés), puertas y ventanas para reducir los impactos del polvo y

el ruido en la escuela y demas usuarios, especificamente durante el
periodo de construccion de la autopista. El CDOT también pagara por la
construccion de dos nuevas aulas. Proporcionar aulas adicionales antes
que empiece la construccion ayudara a atenuar algunos de los impactos
al proporcionar beneficios de compensacion a la comunidad para mejorar
la calidad en general de la escuela después del periodo de construccion.
Estas mejoras se completaran antes de que comience la construccion.

Consulte la Seccion 5.3, Justicia Ambiental, del EIS Final, para mayor
informacion.
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Transporte y Trafico

TRANS1. (Se haninvestigado otras formas de
transporte multimodal para este corredor?

El proposito de este proyecto es de implementar una solucion de
transporte que mejore la seguridad, el acceso y la movilidad y resuelva
el congestionamiento en la zona del proyecto de la I-70. Este proyecto
empezdé en el 2003 como parte del proyecto del Corredor de la I-70 Este,
el cual evalud la autopista y soluciones de transporte publico incluyendo
una variedad de rutas para trenes y autobuses de Transporte Rapido (BRT
abreviacion en inglés). El proceso fue un esfuerzo conjunto inicialmente
entre las agencias de autopistas y de transporte pablico. En Junio del
2006, los elementos de la autopista y de transporte publico del proyecto
se separaron ya que se decidio que ambos servian a dos mercados
diferentes de viajeros, estaban ubicados en diferentes corredores y
tenian diferentes fuentes de financiamiento. El proyecto de transporte
del Corredor Este conectara el Aeropuerto Internacional de Denver con
Union Station en el centro de la ciudad de Denver a lo largo de la Smith
Road, al sur de la 1-70. La construccion del proyecto de transporte del
Corredor Este esta actualmente en marcha y se prevé que finalice en el
2016. Para mayor informacion sobre el proyecto de transporte, visite:
http://www.rtd-fastracks.com/ec_1.

TRANS2. ;Como mejorara el proyecto la
transitabilidad peatonal y ciclovias para las
comunidades, especialmente las que estan préximas a
los empalmes y a lo largo de las conexiones de calles de
Norte a Sur?

La Alternativa Preferida propuesta es consistente con el plan de ciclovias
de Denver y ha evolucionado para seguir los estandares de seguridad
para ciclistas y peatones. Esta mejorara la experiencia peatonal y de
ciclismo en la zona del proyecto al proporcionar cruces seguros a través
de la carretera y mejoraré las aceras e iluminacion en las zonas afectadas.

Para Mayor informacion sobre transitabilidad peatonal y mejoras a las
ciclovias, consulte el Capitulo 4, Impactos al Transporte y Medidas
Atenuantes del EIS Final.

TRANS3. (Habran cambios en lainterseccion de la
47th Avenue y York Street, y si el CDOT proporcionara
un puente peatonal en esta ubicacion?

Aunque el equipo del proyecto ha recibido preocupaciones relacionadas a
la interseccion de la 47th Avenue y la York Street a través del proceso de
participacion publica, estas calles no se veran afectadas por el proyecto
de la autopista. Por lo tanto, las mejoras para el proyecto no incluyen
ninguln trabajo en las intersecciones de la 47th Avenue y la York Street.
Sin embargo, ha iniciado un andlisis de alternativas para esta zona con el
proposito de identificar posibles mejoras de seguridad.

TRANSA4. EICDOT planea ampliar la I-70 al Oeste del
empalme de la 1-25/1-70, después que la I-70 Este se haya
ensanchado?

El CDOT no tiene planes actuales ni futuros para ampliar la [-70 al
Oeste del empalme de la [-25/1-70 en Denver. Debido a la naturaleza
de planificacion y financiamiento de transporte a largo plazo, El CDOT
identifica proyectos de transporte décadas en el futuro (conocido como
el plan a largo plazo del 2035). Esta parte de la I-70 en Denver no se ha
incluido en el plan a largo plazo debido a que estudios sobre el trafico
mostraron que la mitad del trafico en direccion Oeste de la I-70 Este se
dirige a la [-25. En realidad, proyecciones recientes de trafico mostraron
que solamente habra un cuatro por ciento de crecimiento en trafico a lo
largo del tramo de la I-70 al oeste del empalme de la 1-25/1-70 durante
los préximos 30 afos.

TRANSS5. (Como se determinaron las proyecciones
del trafico para el proyecto?

Las proyecciones para este proyecto se realizaron utilizando el

modelo de demanda de trafico en base a viajes “Compas” del 2035 del
DRCOG. Compass es un modelo regional que utiliza datos del uso de
terrenos proyectados, incluyendo crecimiento poblacional y laboral,
para pronosticar las condiciones futuras del trafico. Estas proyecciones
se utilizaron para determinar el nimero de carriles necesarios para
acomodar el crecimiento del trafico futuro. Este modelo incorpora datos
sobre familias y empleos de la region y toma en consideracion proyectos
de carreteras y transporte publico programados, incluyendo la linea
ferroviaria urbana del Corredor Este.
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Para evaluar mas a fondo las operaciones del trafico para las alternativas,
los resultados del modelo del DRCOG alimentan al modelo de
asignacion de trafico dindmico (DTA abreviacion en inglés) denominado
“DynusT”. EI DynusT simula interacciones de oferta y demanda en el
sistema en mayor detalle para una sub-zona del modelo regional. La
sub-zona es mas grande que la zona de impactos de transporte para
asegurar gque incluye rutas razonables de desvio que pudieran ocurrir.

La sub-zona para este proyecto se extiende del Oeste de Wadsworth

al Este de la E-470 y se extiende del Sur de Colfax Avenue al Norte

de aproximadamente la 80th Avenue. Esto asegura que el modelo
tomara en cuenta los efectos de la 1-270, 1-25, el empalme de la
I-25/1-70, y el sistema de carreteras locales en el analisis. El modelo
proyecta velocidades, tiempos de viaje, volimenes a horas pico, VMT,

y volumenes de las calles locales para las alternativas. Para mayor
informacion, consulte el Capitulo 4, Impactos del Transporte y Medidas
Atenuantes del EIS Final.

TRANSG6. ;Qué modelo de viaje se utilizé para
proyectar demandas futuras de trafico a lo largo del
corredor de la I-70 Este?

El modelo Compass del 2035 desarrollado por el DRCOG se utilizd
para proyectar demandas futuras de trafico a lo largo del corredor de la
I-70 Este. Durante la determinacién del &mbito del proyecto, el equipo
de trabajo identifico el plan regional de transporte del DRCOG como la
base para proyecciones de futuros viajes dentro de la zona de estudio.
Esta decision ha sido confirmada a lo largo del proyecto. Este plan

y su modelo de demanda de viajes asociados incluye el crecimiento
poblacional y laboral previsto para cada municipio dentro del DRCOG,
asi como, mejoras fiscalmente restringidas. El modelo también toma
en cuenta mejoras de transporte publico previstas y programadas en la
region.

Los modelos de demanda de trafico como Compass proporcionan
un resultado en forma de demanda de vehiculos o volumen. Estos
proporcionan datos para aquellos que toman decisiones para evaluar
los impactos a la calidad del aire, ruido, flujo del trafico que resulta
del proyecto de transporte en las areas metropolitanas con sistemas
complejos de carreteras y centros de empleo/poblaciones complejas.

Los modelos base generalmente son propiedad y estan mantenidos por

organizaciones de planificacion locales, y en Denver esa organizacion es
el DRCOG.

El modelo tiene un alcance regional y abarca toda la zona de
planificacion de transporte del DRCOG el cual incluye los nueve
condados, Adams, Arapahoe, Boulder, Broomfield, Clear Creek, Denver,
Douglas, Gilpin, Jefferson y la porcion Suroeste del condado de Weld.
Se requiere por ley que el DRCOG modele sistemas de transporte
regional existentes y futuros (carreteras y transporte publico), en vez de
proyectos individuales, para cumplir con los requisitos de Planificacion
de Transporte Federal. Un modelo de demanda de trafico es esencial
para dicho proceso, y regularmente es validado mediante una Evaluacion
de Certificacion de Planificacion de la FHWA la cual formaliza la
supervision regular federal y la evaluacion del proceso de planificacion
de la MPO.

Las suposiciones/caracteristicas detras del modelo de demanda de viaje
son:

#1: Crecimiento de la region. E1 DRCOG utiliza los mejores
economistas y demografos del estado para estimar el crecimiento laboral
y poblacional. Esta es la fuente del conjunto de datos socio-econémicos
actuales que se utilizan en todos los modelos del DRCOG.

#2: Aceptacion del modelo. El modelo es aceptado y certificado por la
FHWA.

#3: Red de carreteras y transporte publico. La red codificada en el
modelo para las condiciones existentes y de afios futuros incluyen todos
los proyectos que se encuentran en el plan de Transporte Regional
fiscalmente restringido junto con otros proyectos de capacidad de
carreteras que seran completados por gobiernos locales.

#4: Datos de comportamiento. Los aspectos de comportamiento del
modelo se derivan de una encuesta amplia sobre viajes realizada por
el DRCOG y la ultima coleccion se realizd en el 2010. Estas encuestas
colectan grandes cantidades de datos y son esenciales para ayudar

al modelo a relacionar las caracteristicas de las personas con las
opciones de viaje. Estos son proyectos poco frecuentes y costosos y
en la comunidad TDM una encuesta del 2010 se considera reciente y
confiable.

#5: El modelo de demanda de viajes no es estatico. EI modelo esta
cambiando siempre segun los nuevos usos de terrenos y elementos de
sistemas de carreteras que se van haciendo disponibles. EI modelo se
actualiza frecuentemente y se calibra al conteo de nuevos traficos y los
estimados las VMT de toda la region. El trasfondo de las suposiciones
del comportamiento también podrian cambiar, al momento de tener
disponible nuevas tabulaciones de la Cuenta de Viajes de la Cordillera
Frontal.

Los datos cargados al modelo son:
= Datos socio-econémicos (esto es ingresos, empleo, etc.)

= Datos familiares y poblacionales (esto es el nimero de personas por
familia, ya sea actual o poblacion futura proyectada)

= Datos del sistema de carreteras existentes y futuras (esto es
volimenes, velocidad, capacidad, etc.)

= Informacion del sistema de transporte publico incluyendo autobuses
y trenes (esto es RTD FasTracks). EL DRCOG depende del RTD
para codificar la porcion de transporte publico en el modelo.

Los datos de la autopista y transporte publico obtenidos del modelo son:
= Voltimenes vehiculares en las carreteras (flujo en las conexiones)
= Velocidades en las conexiones
= Tiempos de viaje del sistema

= Patrones de origen/destino — Estos estan representados por los
horarios de viajes de una zona a otra, las cuales generalmente estan
segmentadas por modo de transporte.

= Division de los modos
= Emisiones de los automoviles y camiones

= Abordaje del transporte publico u ocupacion de los
estacionamientos Park N Ride
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TRANS7. ¢;Por qué no se utilizé el ultimo modelo de
demanda de viajes (modelo Focus del DRCOG) para
proyectar las demandas del futuro?

En el momento en que el equipo del proyecto estaba trabajando

en el Anteproyecto del EIS del 2008 y el Anteproyecto del EIS
Suplementario, el modelo Focus no estaba disponible o el DRCOG
todavia no lo habia adoptado. El modelo Focus lo adopt6é el DRCOG en
febrero del 2015, mucho después de haberse terminado el Anteproyecto
del EIS Suplementario e incluso después de haber empezado el proceso
del EIS Final. Los requisitos federales exigen que los estudios de la
NEPA utilicen el modelo de demanda regional de viajes adoptado en la
actualidad para propositos de analisis, el cual era el modelo Compas del
DRCOG hasta febrero del 2015. Junto con la implementacion del modelo
Focus, el DRCOG empez6 a utilizar un nuevo modelo de uso de tierras
conocido como UrbanSim. EI UrbanSim estaba programado para ser
adoptado al mismo tiempo que el modelo Focus del DRCOG. Debido

a la coordinacion del tiempo de adopcion de ambos modelos, el CDOT
decidi6 continuar utilizando el modelo Compass del DRCOG.

El equipo del proyecto ha realizado un analisis comparativo entre los
volimenes del modelo Compass que estan siendo utilizados en el EIS
Final y los volimenes que habrian sido generados por el modelo Focus
recientemente adoptado. Este analisis encontrd que los volimenes del
modelo Compass son ligeramente mas altos que los volimenes del
modelo Focus (por lo general, menos de 5 por ciento de diferencia para
la 1-70), el cual no cambia el numero de carriles necesarios para este
proyecto. La FHWA ha recibido el analisis comparativo y esta de acuerdo
que el EIS Final de la I-70 puede continuar utilizando los volumenes mas
recientes del modelo Compass, el cual el proyecto esta utilizando para
completar todos los analisis.

Cabe sefialar que, antes que la FHWA seleccione un alternativa preferida
en el Registro de Decisiones, la alternativa se incluira en el plan
regional de transporte fiscalmente restringido del DRCOG y se utilizard
el software del modelo Focus para demostrar conformidad con los
estandares finales de la calidad del aire. Consulte el Anexo E, Informe
Técnico del Trafico para mas informacion.

January 2016

TRANSS8. (Puede el CDOT restringir el transito de
camiones en la I-70 a través del vecindario de Elyria y
Swansea?

Parte del proposito del sistema interestatal es promover el desarrollo
econdmico, y el transporte de carga es un factor econémico importante
para la economia de la nacién. Las zonas adyacentes a la 1-70 Este

son altamente industriales y dependen en gran medida en la necesidad
de que los camiones entren y salgan de la zona con facilidad. Si se
restringe el acceso de camiones a la I-70, se verian forzados a utilizar
las calles locales para llegar a los negocios locales de la zona, afectando
negativamente la seguridad y movilidad en las comunidades cercanas.

Excepto en circunstancias limitadas (por ejemplo, condiciones
climatolégicas adversas, zonas de construccion), y segun el cédigo

23 CFR 658.11(d), el Estado de Colorado no puede negar el acceso

de camiones ni poner restricciones en el sistema interestatal sin la
aprobacion de la FHWA. La solicitud debe basarse en cuestiones de
seguridad. Esto requiere un analisis del impacto al comercio interestatal
y un analisis y recomendaciones de rutas alternas. La I-70 Este
reconstruida mejoraria significativamente la seguridad a lo largo de
este tramo de la interestatal para camiones y todo tipo de vehiculos y
comunidades aledafias.

El CDOT realizo6 un estudio del transito de vehiculos pesados para
determinar cuantos vehiculos pesados viajan entre la 1-270 y la 1-76
en una trayectoria continua. Los vehiculos pesados que contintan
representan menos del tres por ciento del promedio, del transito de
vehiculos pesados en una direccién y menos de la mitad del uno por
ciento del transito total en una direccion.

Los datos colectados representan el nimero total de vehiculos pesados
que se podrian eliminar del corredor de la I-70 si se implementara el
desvio a la 1-270/1-76. Debido al bajo nimero de vehiculos pesados que
circulan por todo el corredor y la distribucion de viajes fuera de las horas
pico de dichos vehiculos, desviar los vehiculos pesados a la 1-270/1-76 no
cambiaria el nimero de carriles necesarios para el proyecto de la 1-70.

TRANS9. ;Cdémo afectara el proyecto al transito de
camiones en las comunidades adyacentes?

A pesar de que el transito de camiones existente en el vecindario de
Elyria y Swansea es una preocupacion de los residentes locales, los
cambios asociados con las Alternativas de Construccion no afectaran
significativamente estas calles. Ademas, se cerrara la parada de camiones

Pilot Travel Center como resultado de las Alternativas de Construccion
que moveran la autopista hacia el Norte, eliminando el trafico de
camiones asociados con este negocio. Cualquier cambio posible a las
rutas designadas para camiones y las rutas de reparto se coordinaran
con la ciudad de Denver para asegurar que los impactos se reduzcan

al minimo. Esto se puede lograr estableciendo rutas para camiones
especificas, estableciendo una prohibicion en algunas carreteras, y/o
incitando horarios especificos de reparto en base a los aportes de los
grupos de ciudadanos locales.

TRANS10. ;Como afectara la construccion al trafico
de laI-70?

El contratista preparara un plan de manejo del trafico y el CDOT lo
revisara. El CDOT asegurara que las Mejores Practicas Administrativas
(BMPs abreviacion en inglés) se utilicen para reducir al minimo los
impactos durante la construccion y proporcionar conexiones seguras

y eficientes a través de las comunidades durante la construccion para
todos los medios de transporte, incluyendo ciclistas y peatones. El
CDOT también garantizara que las BMPs se utilicen para minimizar
los impactos y asi la I-70 permanezca abierta y operativa durante la
construccion.

TRANS11. (Se han considerado los cambios en
las tendencias de manejo a la hora de desarrollar las
alternativas para este proyecto?

Aunque estudios recientes han mostrado que la gente esta conduciendo
menos, el area metropolitana de Denver experimentara un crecimiento
hasta el 2035 que sobrepasa esta tendencia. Es la responsabilidad

del CDOT proporcionar un sistema de transporte que se ajuste a este
crecimiento. Antes de realizar el analisis, se identificaron caracteristicas
del sistema de transporte futuro (2035). Todas las alternativas del
proyecto de la 1-70 suponen la implementacion de las mejoras de
transporte identificadas en el Plan de Transporte Regional Metro Vision
del 2035 del DRCOG (MVRTP abreviacion en inglés). Esto incluye tanto
proyectos programados (aquellos presupuestados en el Plan de Mejoras
de Transporte [TIP abreviacion en inglés] quinquenal) y proyectos
planificados (aquellos que no estan incluidos en el TIP, pero que si
estan incluidos en el MVRTP del 2035 del DRCOG adoptado). Las
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mejoras planificadas y programadas mas significativas para el sistema de
transporte dentro de la zona de estudio se muestran en el Capitulo 4 del
Anteproyecto del EIS Suplementario.

Ademas de planificar mejoras para carreteras, el analisis supone la
implementacion de grandes mejoras al sistema de transporte publico
dentro de la region de Denver como parte del programa de FasTracks
del RTD. El de mayor importancia en la zona de estudio es el proyecto
del tren urbano del Corredor Este, el cual transitara desde el centro de
la ciudad de Denver al Aeropuerto Internacional de Denver. EI modelo
del trafico futuro tomo en cuenta estos proyectos y sus impactos en la
demanda de transporte.

Se consider6 para el andlisis del EIS Final el mayor nimero de usuarios
de transporte publico debido a la expansién. Incluso con el aumento del
uso de transporte publico, el analisis muestra un incremento del ADT
en el futuro, el cual requiere carriles adicionales en la autopista para
acomodar el trafico adicional.

Ademas, mientras que algunos de los comentarios han sefialado la
reduccion nacional en VMT luego de la recesion del 2007-2008,

datos recientes de la FHWA han mostrado que las VMT ha estado
incrementado nuevamente durante los Gltimos 18 meses y ha alcanzado
niveles de antes de la recesion. Para més informacion, consulte el sitio
web de la FHWA: https://www.fhwa.dot.gov/policyinformation/travel _
monitoring/15juntvt/15juntvt.pdf.

Estrategias de Financiamiento

FUND1. ¢Cbémo el CDOT protegeré los intereses
locales limitando la inversion de empresas extranjeras
en el proyecto de la I-70 Este?

El CDOT establece limites para concesionarias privadas antes de
publicar contratos. La Empresa de Transporte de Alto Rendimiento
analiza las necesidades financieras de un proyecto, incluyendo la
experiencia de la empresa, pero no, donde se encuentran localizadas las
oficinas centrales. Los paises alrededor del mundo—particularmente
Canada, Australia, y Espafia—tienen enfoques nuevos y mas avanzados
en proyectos de transporte, por lo que la mayoria de los conocimientos
se encuentran internacionalmente. Sin importar de dénde proviene el
dinero, cualquier empresa privada contratada por la HPTE debera pagar
impuestos corporativos en los Estados Unidos.

FUND2. ¢Se transferird la posesiéon de la autopista
a una empresa privada a través del método de
construccioén de sociedad publico-privada (P3
abreviacion en inglés)?

No. La sociedad publico-privada que se esta considerando para la

I-70 Este implicaria a un socio privado para el disefio, construccion,
financiamiento, operaciones, y mantenimiento a largo plazo de la I-70
Este. Sin embargo, el CDOT mantiene la posesion de la autopista en todo
momento. La responsabilidad al publico sigue siendo la misma como si
fuera para cualquier otro proyecto de transporte.

FUND3. ¢Como se estableceran las tarifas de peaje?

Se han propuesto Carriles Administrados para la I-70 Este estrictamente
como una estrategia de manejo del trafico y no para generar ingresos o
utilizarlo como parte de la sociedad publico-privada. Las tarifas de peaje
seran establecidas por la Junta Directiva de la Empresa de Transporte de
Alto Rendimiento y se establecera a un nivel necesario para mantener
condiciones de trafico de flujo libre en estos carriles. Los carriles de uso
general existentes no pagaran peaje.

FUND4. ¢Por qué el CDOT no esta utilizando los
ingresos del peaje para financiar este proyecto u otras
cosas necesarias en las comunidades circundantes?

El analisis de peaje realizado por el CDOT muestra que los ingresos
provenientes del peaje no cubriria el costo de la reconstruccion de la
autopista. La ley estatal y federal C.R.S. 43-4-806 y el Articulo 10,
Seccion 18 de la Constitucion del Estado; 23 U.S.C. 129(3)) restringe
el uso del exceso de ingresos de peaje. La ley estatal requiere que los
ingresos del peaje se utilicen dentro del corredor donde se colectan

los peajes y en mejoras relacionadas al transporte. La ley federal
limita el uso del exceso de ingresos del peaje para financiar el servicio
de una deuda, mantenimiento (reconstruccion, repavimentacion y
rehabilitacion), y para otros propdsitos para los cuales los fondos
federales se pueden utilizar bajo la ley federal de transporte. Con estas
restricciones, ha sido practica de la Empresa de Transporte de Alto
Rendimiento buscar las opiniones de la comunidad sobre el uso de
cualquier exceso de peaje (ingresos mas alla de lo que es necesario para
mantener los carriles de peaje).

FUNDS.
proyecto?

¢ Cual es la estrategia de financiamiento del

La construccion completa de la Alternativa preferida costaria
aproximadamente $1.7 mil millones. Las fuentes de ingreso para

el proyecto de la I-70 Este incluyen asignaciones de varias fuentes
estatales y locales, pero siempre habra una brecha entre el costo
estimado para el proyecto y el ingreso disponible para construirlo. Esta
es una de las razones por la cual el CDOT esta buscando el método

de construccion P3. Debido a estas limitaciones de financiamiento, el
proyecto se construird en fases a través del tiempo. El Capitulo 8, Fases
de Implementacion del Proyecto, analiza las fases propuestas. El costo
estimado para la fase 1 es de $1.1 mil millones, a la fecha, ya se ha
identificado el financiamiento de las siguientes fuentes para el proyecto
de la 1-70 Este:

= Ingresos de la Empresa del Puente/Bridge Enterprise en inglés
($850 millones)

= Fondos del Denver Regional Council of Governments (DRCOG)/
Surface Transportation Program-Metropolitan Areas (STP-Metro)/
Congestion Mitigation/Air Quality (CMAQ) ($50 millones)

= Fondos del Proyecto de Ley del Senado 09-228 ($180 millones)
= Denver ($37 millones)

No se incrementaran los impuestos para pagar este proyecto y el CDOT
no esta considerando los carriles administrados como una forma de
financiar la construccion del proyecto de la I-70 Este.

La Bridge Enterprise fue formada por el CDOT en el 2009 como

parte de la legislacion FASTER (Funding Advancement for Surface
Transportation and Economic Recovery en inglés) para financiar,
reparar, reconstruir y reemplazar puentes con estructuras deficientes.
Este estara financiado por un recargo destinado para la seguridad de
puentes que se cobra en las registraciones de los vehiculos en base

al peso de cada vehiculo. Debido a las preocupaciones del impacto

en el financiamiento del reemplazo del viaducto de la I-70 en los
ingresos a largo plazo disponibles para la rehabilitacion de otros
puentes en Colorado, el CDOT establecié una meta para determinar el
financiamiento del viaducto de forma que pueda retener el 50 por ciento
de ingresos del puente para otros proyectos necesarios en todo el estado.
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Comments

UNITED STATES ENVIRONMENTAL PROTECTION AGENCY
REGION B
1535 Wynkoop Street
DENVER, CO 80202-1129
Phane 800-227-8917
hitp:/fwww.epa.goviregion08

OCT 30 2004

Ref: 8EPR-N

Mr. John Cater

Division Administrator

Federal Highways Administration
12300 West Dakota Avenue, Suite 180
Lakewood, CO 80228

Mr. Don Hunt

Executive Director

Colorado Department of Transportation
4201 E. Arkansas Avenue

Denver, CO 80222

Re: I-70 East Supplemental Draft
Environmental Impact Statement
CEQ#20140241

Dear Mr. Cater and Mr. Hunt:

The U.S. Environmentaj Protection Agency Region 8 has reviewed the 1-70 East Supplemental Draft
Environmental Impact Statement (EIS) and Section 4(f) Evaluation prepared by the Federal Highway
Administration (FHWA) and the Colorado Department of Transportation {CDOT). Qur comments are
provided for your consideration pursuant to our responsibilities and authority under Section 102{2)(C} of
the National Environmental Policy Act (NEPA), 42 U.5.C. Section 4332(2)(C), and Section 309 of the
Clean Air Act, 42 U.5.C. Section 7609,

Based on the EPA’s procedures for evaluating potential environmental impacts on proposed actions and
the adequacy of the information present, the EPA is rating the preliminary preferred alternative an EC-2
(Environmental Concerns - Insufficient Information). This letter documents the EPA’s concerns and
recommendations for the Final EIS. A full description of the EPA’s rating system can be found at
www_epa.gov/compiiance/nepa/comments/ratings.html.

PROJECT BACKGROUND AND DESCRIPTION

The 1-70 East project began in 2003 as a combination highway/transit improvements project for I-70
from 1-25 east to Tower Road. The two components were separated m 2006 and an EIS for the transit
elements was completed in 2009. The current EIS process analyzes the highway improvements project.
The highway corridor traverses neighborhoods within Denver, Commerce City and Aurora. The purpose
of the project is to improve safety, access and mability and to address congestion along this major

Source:  Submittal Name: U.S. Environmental Protection Agency

Source:  Submittal Name: U.S. Environmental Protection Agency

transportation corridor. A Draft EIS was published in 2008 but was not finalized, and based on
stakeholder input, the FHWA and CDOT decided to prepare a Supplemental Draft EIS. Subsequently,
the lead agencies began a year-long collaborative process called the Preferted Alternative Collaborative
Team, involving governmental agencies, advocacy groups, and neighborhood representatives from
Adams County, Aurora, Commerce City and Denver. Using input from the Collaboralive Team, the
FHWA and CDOT developed a new alternative, known as the Partial Cover Lowered Alternative.

This Supplemental Draft EIS analyzes two build atternatives: (1) the Revised Viaduct Alternative with
North and South Options and (2) the Partial Cover Lowered Alternative, as well as the No Action
Alternative. Both build alternatives will widen the highway from Brighton Boulevard to Tower Road
from six to twelve lanes along the corridor. The total number of lanes in both directions heading east
will be six lanes from 1-25 to Washington Street, eight lanes to Brighton Boulevard, ten lanes to I-270,
twelve lanes to 1-225, ten lanes to Chambers Road, eight lanes to Airport Road and six lanes to Tower
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Road. The build alternatives include managed and general purpose lanes operational options. The
Revised Viaduct Alternative replaces the existing I-70 viaduct between Brighton Boulevard and
Colorado Boulevard. The Partial Cover Lowered Altemnative removes the existing 1-7¢ viaduct between
Brighton Boulevard and Colorado Boulevard and lowers the highway in tiis section below grade to a
maximum depth of approximately 40 feet. The Partial Cover Lowered Alternative also considers at-
grade connectivity options within the below-grade section — a 900-foot-tong, landscaped cover area
between the Clayion Street and Columbine Street bridges adjacent to Swansea Elementary School,
called the Basic Option, and the Modified Option that adds another cover over [-70 between St. Paul
Street and Cook Street.

The FHWA and CDOT have identified the Partial Cover Lowered Alternative with Managed Lanes as
their preliminary preferred alternative. Phasing and timing will be determined during Enal design.

ALTERNATIVES SCREENING PROCESS

The Supplemental Draft EIS (Chapters 1 and 3) and the attachments (C — Alternatives Analysis
Technical Report and D — Community Qutreach and Agency Involvement) document the agencies’
thorough alternatives screening process. The EPA believes that the process was transparent and
inclusive and provides a solid basis for the determination of the alternatives that were analyzed in depth
in this document,

ENVIRONMENTAL CONCERNS

The EPA is a cooperating agency for the 1-70 East project. We appreciate that the FHWA and CDOT
have addressed many of our concerns regarding air quality, environmental justice and water quality in
the Supplemental Draft EIS. We are satisfied that the Supplemental Draft EIS takes a reasoned approach
to assessing the potential for impacts to water quality. Our remaining comments and concermns regarding
air quality and environmental justice are included befow and in our attached detailed comments.

Air Quality

The EPA appreciates the anmiount of additional detailed information and data that were provided in the
Supplemental Draft EIS, specifically in the following areas: (1) the inclusion of additional, recent
ambient monitoring data for the National Ambient Air Quality Standards (NAAQS): (2) updated criteria
pollutant emission inventories with interim years; (3) discussion of the potential year of maximum
emissions; (4) the use of EPA’s MOVES2010b motor vehicle emissions model; (5) the quantitative hot-
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Responses to Comments
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1-70 EAST Supplemental Draft EIS
EPA DETAILED COMMENTS

The updated “Good Neighbor Study” was not published prior to the publication of the Final EIS.

Air Quality A Responses are provided for each individual recommendation.
1) Page 5.10-4, first paragraph: The EPA appreciates that CDOT will be providing additional Changes were made to the document and the Technical Report due to revisions to the EPA standard

information to the Denver Department of Environmental Health (DDEH) to use in updating . . .
DDEH’s “Good Neighbor” study. The Supplemental Draft EIS states, “This study will provide a EPA-420-B-13-053. The reference to the EPA standard was updated in Section 5.10 of the Final

- cumulative assessment of emissions from point and mobile sources, as well as ambient MSAT EIS and Attachment J, Air Quality Technical Report and the analysis was modified, as necessary, to
concentrations in the area.” The EPA recommends that relevant information from this updated comply with the current standard.
study be incorporated inlo the Final EIS, as appropriate, especially regarding mobile source air
L toxics (MSATS). B Modeling was revised as requested and details added to Attachment J, Air Quality Technical Report

- . - in the Final EIS.
2.) Page 5.10-10, “Transportation conformity™: The Supplemental Draft EIS states, “Because

this is the Supplemental Draft EIS, the purpose of this EIS is not to determine regional or project
level conformity.” The EPA agrees that the demonstration of project level conformity is not
needed at this stage. The final preferred alternative needs to be selected and its evaluation for a
conformity determination, as stated in the last sentence of this paragraph, will then be ineluded in
the Final EIS. However, we do note that the transportation conformity project-level, hot-spot
analyses, both for carbon monoxide (CO) and particulate maiter (PM,¢), provide detailed
“— information regarding projected air quality impacts for the identified alternatives. The analyses
also project each alternative’s ability to meet or not meet the relevant National Ambient Air
Quality Standards (NAAQS). This is especially true in consideration of the results in Exhibit
5.10-12 on page 5.10-31. These exhibits provide modeled results that show that only the No
Action and Partial Cover Lowered Alternative (PCLA) Managed Lanes Basic Option alternatives
are able to meet the 24-hour PMho NAAQS for the portion of the project evaluated for the 1-25/1-
70 PMo hot-spot modeling. The EPA offers recommendations below to refine the air quality
analysis for the Final EIS.

3.) Page 5.10-18, first paragraph: We nole the reference to the currenl version of EPA’s
“Transportation Conformity Guidance for Quantitative Hot-Spot Analyses in PMas and PMip
Nonattainment and Maintenance Areas” issued in November 2013 and referenced as EPA-420-
n_ B-13-053. This version supersedes and replaces prior versions. We recommend that this version

ol our PM hol-spot guidance be reviewed to determine if any changes to the PM)¢ hot-spot
analyses for the Final EIS need to be made. Also, please check throughout the Supplemental
Draft EIS and Attachment J for references to the prior version of the guidance document (EPA-
420-B-10-040) and change to EPA-420-B-13-053.

4.y Page 5.10-20, “Medel selection”: The document states, “AERMOD can model closure of
the truck stop in the corridor affected by some alternatives, and it can also model the ouiflow
from the proposed covered portion of I-70.” For the PCLA, the below-grade segment and
“_ covered segment both present specific air modeling challenges. In our review of the
Supplemental Draft EIS, particularly Attachment J, the EPA did not find a description of how the
AFERMOD model was configured and executed in the below-grade segment or how the exiting
airflow from the covered segment was modeled. It will be important that the Final EIS describe
how these aspects of the hot-spot modeling were performed and how these modeting procedures
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3l The Final EIS incorporates the EPAs recently released information for estimating background PM10
concentrations.

determined the PMg hot-spot modeling predicted concentrations at particular receptors.

When using AERMOD to characterize emissions from below-grade sources such as the lowered

roadway segmenl, the EPA recommends using AERMOD’s “OPENPIT source option,” Comment noted.
“— OPENPIT is a tool specifically designed for modeling below-grade emissions sources. The
addendum of the “User’s Guide for the AMS/EPA Regulatory Model — AERMOD” (May 2014) Comment noted

provides puidance on the application of the OPENPIT option in AERMOD. Also, when using

AERMOD to assess the influence of a covered readway segment on air quality, it is acceptable ) ) ) ) )
to use volume sources at the end of the tunnels, with half of the emissions at each end. W Text was updated as requested and added to Section 5.10 Air Quality and Attachment J, Air Quality

Technical Report in the Final EIS.

5.} Page 5.10-22, “Background concentrations™ We understand that the Final EIS will

incorporate EPA’s recently released information for estimating background PMo concentrations n Text was added to discuss this in Attachment J, Air Quality Technical Report in the Final EIS
for use in PMip hot-spot modeling. This approach will improve the accuracy of'the background includine the fact that usine MOVES 2010b ' timat . ’
concentration estimate in the Final EIS. inciuding the fact that using overestiimates emissions.

6.) Page 5.10-24, “Pollutants to analyze™: We recognize and appreciate that this section in the
Supplemental Draft EIS contains additional information compared to the Draft EIS and it adds
important MSAT emission inventories.

7.) Page 5.10-28: All of the predicted concentrations within CO hot-spot modeling area were
shown to be below the CO 8-hour NAAQS, and these results were used to project levels of CO
near the Swansea Elementary School. The EPA appreciates the additional discussion in this and
subsequent document sections regarding maximum concentration receptor locations and
sensitive receptors, and the additional exhibit depicting the location of the maximum
concentration receptors for each alternative.

8.) Pages 5.10-29 through 33 and Exhibit 5.10-12 on page 5.10-31: This section discusses how
certain aspects of the AERMOD modeling were conducied and the prediction of the modeled
concentrations for PMjo. We recommend that this section be updated in the Final EIS after
addressing recommendations in comment #4 above.

[ 9.} Page 5.10-35, Exhibit 5.10-14, “PM; s emission inventories,” Page 5.10-35, Exhibit 5.10-15,
“PMo emission inventories,” Page 5.10-36, Exhibit 5,10-16, “carbon monoxide emission
inventories,” Page 5.10-37, Exhibit 5.10-17, “sulfur dioxide emission inventories,”, page 5.10-
38, Exhibit 5.10-18, “nitrogen oxides emission inventories,” page 5.10-38, Exhibit 5.10-19,
“volatile organic compound emission inventories,” and page 5.10-3%, Exhibit 5.10-20,
“Combined MSAT emission inventories” We suggest adding a general discussion that indicates
these estimated emissions do not reflect the air quality benefits of EPA’s recently released final
rule for Tier 3 fuel and vehicle standards (79 FR 23414, April 28, 2014). The Tier 3 program is
part of a comprehensive approach to reducing the impacts of motor vehicles on air quality and
public health. The program will reduce per-vehicle pollutant emissions in the project area.
Information regarding Tier 3 is provided at EPA’s website at www.epa.gov/otaq/tier3.htm. The
EPA recomumends including a discussion in the Final EIS regarding reduction of future emissions
of NOx, VOCs, SO,, and MSATs as a result of Tier 3.
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We also nole that the EPA has released an updated mobile source emissions model calied Meteorological data was removed from Table 4. Stapleton data, however, was used for AERMOD
MOVES2014 that incorporates the emission reductions from the referenced Tier 3 rulemaking analyses as requested.

{(www.epa.gov/otag/models/moves/index.htm). The Supplemental Draft EIS used the previous
version of the model (MOVES2010b) and the EPA has no concerns with its use in this project
analysis. Because MOVES2010b does not consider the benefits of the Tier 3 Rute, it likely
overestimates future vehicle emissions and produces a conservative estimate of overall criteria
pollutant emissions, MSAT emissions and hot-spot modeled resulis for this project.

“ These were typographical errors and the tables were revised in Attachment J, Air Quality Tech Report
in the Final EIS.

The updated “Good Neighbor Study” was not published prior to the publication of the Final EIS.

10.) Pages 19 and 33, Attachment J, Air Quality Technical Report: Table 4 on page 19 presents
the summary of the CAL3IQHC data and sources of those data. Ttem number 1 indicates that the
Supplemental Draft EIS used Meteorological (MET) data from the Denver International Airport
n_ (DIA) weather station. It is EPA’s understanding that the Final EIS will use appropriate MET

data from the prior Denver Stapleton International airport that was determined by the Colorado
Department of Public Health and Environment (CDPHE) to be more relevant to the project’s
location. This change is expected to improve the accuracy of the modeling effort in the Final
| EIS.

11.) Page 61, Attachment J, Air Quality Technical Report: Table 18 contains information on
“_ times to reach CO exposure limits. Under the table heading “Exposure Limit {ppm-tninutes)”,

the values 2251 and 102 appear. These are likely typos and the EPA recommends changing them
L t0 225" and “10>.

[ 12.) MSATs are discussed in the Supplemental Draft EIS, Air Quality section 5.10, and in
Attachment J, page 47, sections 5.2, 5.2.1 through 5.2.4. These documents provide a good
discussion reparding MSATs emissions and their associated health effects. They summarize
studies that have been performed and that are under development. A number of studies, in
addition to those noted in Attachment J, have examnined the association between living near
major roads and different adverse health endpoints. Modeling and monitoring studies have
confirmed that air toxics emissions from mobile sources remain drivers of overall air toxics risks.
We note that the Draft Supplemental EIS includes an analysis that allows a comparison of
project-wide estimated MSAT emissions across the alternatives.

FHWA’s 2012 Interim MSAT Guidance is cited in Attachment J, section 5.2.1. This guidance
n_ states that “In FIIWA’s view, inflormation is incomplete or unavailable to credibly predict
project-specific health impacts due to changes in MSAT emissions associated with a proposed
set of highway alternatives.” Attachment J discusses technical shortcomings or uncertain science
that prevent a more comnpiete determination of the MSAT health impacts for the steps necessary
to prepare a health risk assessment — emission inventories, dispersion modeling and human
health risk analysis. The EPA has seen recent improvements in the ability to predict hot spot
MSAT concentrations. See, for example. South Coast Air Quatity Management District’s
Multiple Air Toxics Exposure Study I (the MATES I study) al
www.aqmd.gov/home/library/air-quality-data-studies/health-studies/mates-iii/mates-iii-final-
report. We note that for this project, there may be adequate project information, tools and data
available to evaluate MSAT hotspots. As it is our understanding that the lead agencics will not
be performing additional MSAT analyses for the Final EIS, we therefore recommend evaluating
DDEH’s updated “Good Neighbor™ study if it is available in time for consideration in the Final
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EIS. This study may provide more localized impact information for the MSAT impact analysis in
the Final EIS. For additional information on MSATSs, please see EPA’s MSAT website,
www.epa.gov/otag/toxics. him.

13.) Attachment I, Appendix D, MOVES Input Data for the CO Hotspot Analysis, Inspection
and Maintenance (I/M) Program Parameters: The MOVES2010b modeling effort utilized “Test
Standards [} 33,” which uses the I/M240 program’s final cutpoints (i.e., emission standards).
Use of Test Standards 1D 33 in the MOVES2010b modeling does not correctly reflect
Colorado’s I/M program. Colorade submitted a State Implementation Plan (S1P) revision on
August 8, 2006 that requested the removal of the [/M240 programn’s final cutpoints from
Colorado’s Regulation No. 11. The EPA approved this SIP revision on December 20, 2012 (77
FR 75388). Because of this EPA-approved relaxation in the [/M240 program’s cutpoints, the
EPA recommends using ID 31 in place of 11} 33 in the Final EIS to improve the mode]’s
consistency with the State’s currently implemented /M program.

Another consideration for Colorado’s I/M program is the State’s vehicle emissions renote
sensing program component called Clean Screen. We recommend noting in the Final EIS that the
MOWVES2010b model does not have the capability to calculate emission reductions from the
impiementation of Colorado’s Clean Screen program. The inability of MOVES2010b to model
the Clean Sereen program will reduce the accuraey of the results. To address this concern, we
recomumend that the FHWA and CDOT contlact CDPHE to determine the most representative
/M program data inputs for Colorado for use in the Final EIS MOVES modeling.

“ The new I/M parameters have been received from APCD and were used for the new MOVES
modeling included in the Final EIS.
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EJ “ SHPO concurrence has been received on effects since the publication of the Supplemental Draft EIS.
=3 Additionally, de minimis findings for parks and recreation section 4(f) resources have been reviewed
United States Department of the Interior _\\( and concurred upon by the agencies with jurisdiction. Section 4(f) resources are discussed in Chapter
TAKE PRIDE’ 7, Section 4(f) Evaluation in the Final EIS.
OFFICE OF THE SECRETARY INAMERICA

Office of Environmental Policy and Compliance
Denver Federal Center, Building 67, Room 118
Post Office Box 25007 (D-108)
Denver, Colorado 80225-0007

October 23, 2014
ER-14/0547

John Cater

Colorado Division Administrator
Federal Highway Administrator
12300 West Dakota Avenue, Ste. 180
Lakewood, CO 80228

Dear Mr. Cater:

Thank you for the opportunity to review and comment on the Department of Transportation
(DOT), Draft Supplemental Environmental Impact Statement (DSEIS) and Section 4(f)/6(f)
Evaluation for the I-70 East Project, Denver County and Adams County, Colorado.

SECTION 4(f) EVALUATION COMMENTS

The Department appreciates that you have coordinated with various agencies regarding this
project and the development of the Section 4(f) Evaluation. We encourage continued
coordination with these agencies throughout the life of this project.

We acknowledge that this project will potentially affect numerous Section 4(f) properties
including 126 historic properties, 45 parks, and 72 recreational areas, for which the Section 4(f)
“_ Evaluation indicates a de minimis finding. Without concurrence on the finding of effect from the

Colorado State Historic Preservation Officer (SHPO) for effects to historic properties pursuant to
Section 106 of the National Historic Preservation Act, the de minimis finding appears to be
prematurely applied.

For park and recreational Section 4(f) resources, we concur with the de minimis finding,
provided that the appropriate agencies have had an opportunity to review and concur with this
finding. For historic properties, without concurrence on the finding of effect from SHPO, and
resolution of potential adverse effects, we are unable to concur that there is no feasible or
prudent alternative to the Preferred Alternative selected in the document, and that all measures
have been taken to minimize harm to these resources.

We respectfully request another opportunity to review the Section 4(f) Evaluation following
evidence of this information.
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SECTION 6(f) EVALUATION COMMENTS

The South Platte River Greenway is a Land and Water Conservation Fund (LWCF) assisted site
that will be directly impacted by the I-70 East project. The DSEIS addresses the impacts as
occurring at two locations. The proposed work at the location north of 1-70 will temporarily
disturb the trail during the construction of a storm drain pipe. Mitigation factors addressed in the
DSEIS include keeping the trail open during the entire construction via a detour and upon
completion the trail will be returned to its pre-construction condition. We concur with the
assessment of the impacts on this segment of the Greenway and agree with the DSEIS statement
that this particular work falls under the LWCF program’s utility easement exception.
Accordingly, the successful implementation of the mitigation factors cited above will prevent
any 6(f)(3) conversion from occurring.

The second location is within Globeville Landing Park. Here the trail will be directly impacted
by the construction of a storm drain pipe and a spillway. The identified construction will require
a permanent conversion of 0.06 acre of LWCF-encumbered park land to non-recreation use. The
DSEIS has annotated on page 5.9-13 a commitment to comply with the LWCF Act (Public Law
88-578, as amended) and further coordination with the National Park Service (NPS) in mitigating
this conversion. Accordingly, we concur with the assessment of the impacts to this LWCF-
assisted resource and the commitment to work with the NPS in mitigating this conversion in
accord with the LWCF Act.

We appreciate the opportunity to review this document. Should you have questions in response
to Section 4(f) comments, please contact Cheryl Eckhardt, Environmental Protection Specialist,
National Park Service Inter-mountain Regional Office at 303.969.2851. Should you have
questions in regards to Section 6(f) comment please contact Bob Anderson, Chief, Recreation
Grants Division, National Park Service Midwest Regional Office at 402.661.1540.

Sincerely,

Robert F. Stewart
Regional Environmental Officer

CC:

SHPO CO Ed Nichols (ed.nichols@state.co.us)

CO DOT Anthony R. DeVito (Anthony.Devito@state.co.us)
CO DOT Joshua Laipply (joshua.laipply@state.co.us)

CO DOT Charles Attardo (chuck.attardo@state.co.us)

Responses to Comments

ﬂ The status of the construction impacts on Globeville Landing Park has been changed for the Final
EIS. Under the Partial Cover Lowered Alternative, the construction of a 52-foot easement for the
south drainage will result in 0.5 acre use of the Park. 0.2 acre will result in temporary ground-
disturbance that will be restored to pre-construction conditions. A boulder drop spillway will be
constructed in the park that will result in a 0.3 acre direct use.

Conversion of the park will be mitigated in-kind in accordance with Section 6(f)(3) of the LWCF
Act, which requires land of comparable value and equivalent usefulness and location. Coordination
with, and approval from, the National Park Service will be required prior to any Section 6(f) property
conversion.
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M Comment noted.

“ The operation of the managed lane ingress and egress locations is on-going and refinement of
the design will occur to provide safe and efficient weaves between the managed lanes and the
general-purpose lanes. Some of the design elements that are being considered include providing a
minimum of 800 feet of weaving distance per lane of weave between the ingress\egress locations
and the nearest interchange ramps. In addition, the ultimate configuration will include several direct
connections between the managed lane on 1-70 and other high volume facilities such as 1-270, 1-225,
and Pefia Boulevard, which will eliminate the need for weaving at these high volume locations.

The managed lane direct connections are a desirable element of the initial phase of construction.
However, due to funding constraints none of the managed lane direct connections will be included
with the initial construction project and these improvements would be part of a future project.

Chapter 8, Phased Project Implementation in the Final EIS includes more detailed information on the
proposed managed lanes.

“ The project team has not conducted any specific survey of possible managed lane users to determine
travel choice preferences or toll rate tolerances. However, the study uses software (DynusT) that
allows for a variable toll price to be assessed to vehicles that use the managed lanes. The toll rates
vary based on the number of vehicles that choose to use the managed lanes, which is related to overall

“_ level of congestion in the general-purpose lanes, and based on the operation of the managed lanes.

The goal is to maintain a high level of service for the managed lanes where speeds will remain above

45 mph during all times of the day and this will result in drivers that choose to use the managed lanes

due to experiencing a reliable trip time through the area.
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Responses to Comments

“ Although the number of general-purpose lanes will not increase with the Preferred Alternative, the
additional capacity provided by the managed lanes will reduce the amount of traffic in the general-
purpose lanes. In addition, the managed lanes are anticipated to serve high occupancy vehicles
providing reliable travel times for users. For information on identification of the Managed Lanes
Option as the preferred option, please see PA7 of the Frequently Received Comments and Responses
on the Supplemental Draft EIS, located in Part 1 of Attachment Q.

Havana and Peoria interchanges will be partially reconstructed with new ramps during phase 1 of
the project. During phase 2, the Havana and Peoria interchanges will be fully reconstructed and the
Chambers interchange will be partially reconstructed.

Due to the concern of the funding impact of the 1-70 viaduct replacement on long-term revenues
available for rehabilitating other Colorado bridges, CDOT set out a goal to shape viaduct financing in
a way that will retain 50 percent of bridge revenues for other needed projects across the state.

A-10

January 2016



I-70 East Final EIS Supplemental Draft EIS Comments and Responses

Source: Submittal Name: gr?(;ng:;[rce City - City Manager Brian McBroom

I Comment noted.
B Comment noted.

October 31, 2014

Commerce
Mr. Anthony DeVito

Colorado Department of Transportation
2000 S. Holly Street
Denver, CO 80222

RE: City of Commerce City’s Comments on the I-70 East Supplemental Draft
Environmental Impact Statement

Dear Mr. DeVito,

Thank you for the opportunity to comment on the I-70 East Supplemental Draft Environmental
Impact Statement. For more than a decade, the City of Commerce City has been involved in
the I-70 East Project, collaborating with a wide variety of stakeholders to find compromise
solutions that balance critical regional mobility needs while minimizing impacts of the
interstate to adjacent neighborhoods.

The City supports the Partially Covered Lowered Alternative: Basic Option as the best and
most preferred alternative to deliver a project that fully integrates with the needs of a regional
transportation system while providing access to and addressing the complex challenges within
our communities. We also support the expansion of managed lanes to reduce congestion
within the region and hope the proposed I-70 tolled express lanes will connect someday in the
future with a similar solution on Interstate 270.

The City analyzed the I-70 East Supplemental Draft Environmental Impact Statement (SDEIS)

to ensure the document was:

“_ e Responsive to the City’s official comments on the 2008 Draft EIS

e Aligned with the outcomes of the Preferred Alternative Collaborative Team (PACT)

e Consistent with agency statements and commitments to elected officials and
community leaders

While the SDEIS generally addresses the City’s overall concerns, several, significant changes
are needed prior to the issuance of the Final Environmental Impact Statement and Record of
Decision. The City of Commerce City offers the following comments to further inform the
Colorado Department of Transportation and Federal Highway Administration’s decision-
making process on the I-70 East Project:

The City supports the Partial Covered Lowered Alternative (PCL) Basic Option.
“_ Commerce City concurs with the SDEIS analysis that the PCL Basic Option provides the best

regional economic benefit, provides a significant number of jobs and offers best construction
value.

7887 E. 60th Ave., Commerce City, CO 80022 Tel: 303-289-3600 Fax: 303-289-3688 www.c3gov.com
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sosz SulEEl Narme: ;Zr?(;nsrrtlggfce City - City Manager Brian McBroom

Page 2

Comment noted.

P The Steele Street/Vasquez Boulevard interchange is included in the Preferred Alternative as described

[ The City supports this alternative because it best meets the purpose and need of the project; it in the Final EIS. For information on the Steele Street/\Vasquez Boulevard interchange, please see PA6

“_ improves safety and mobility for all interstate users; retains directional access to and from of the Frequently Received Comments and Responses on the Supplemental Draft EIS, located in Part
Vasquez Boulevard, a gateway into Commerce City; and restores or enhances the community 1 of Attachment Q.
and social environment.
[ The City supports the Basic Option, maintaining directional access to the interstate at “ Comment noted.
Vasquez Boulevard.
Access to interstate highways is a critical element of commerce and industry throughout the Comment noted.
n_ country. Vasquez Boulevard provides a vital link between I-70 and Commerce City, especially

as it serves significant industrial areas in the southern portion of the city. Ensuring regional
connectivity, enhancing our economic development opportunities, reducing out-of-directional
travel, maintaining traffic and safety and preserving Commerce City's gateway from I-70 are
core values for our community.

The City does not support closing the Vasquez Boulevard interchange.

Closing the Vasquez Boulevard interchange limits Commerce City’s economic development

“_ opportunities to the benefit of Denver and will have too many negative transportation effects
on local businesses, freight and trucking movements, residents, and reduces local connectivity

in an already challenged arca. Further, there is not adequate traffic analysis on Colorado

Boulevard for modifications that eliminate Vasquez.

The City supports the inclusion of tolled express lanes on I-70.

Express Lanes provide more choices for travelers, improve mobility, shorten travel time, and

can relieve congestion in the entire corridor. CDOT’s traffic analysis indicates that

ﬂ_ reconstructing the corridor with general purpose (free) lanes and Express Lanes (tolled) can

reduce the average trip times on I-70 East from 60 minutes to 17 minutes by the year 2035.

The City hopes to replicate similar congestion management strategies on I-270 in the near
future, where drivers spend an average three hours in congestion — nearly three times that of

| any interstate in the region.

The City supports the elimination of realignment alternatives from the SDEIS.
After seven years of discussions, the City is pleased the realignment of I-70 along I-270 was
discarded as an alternative. When the DEIS came out, Commerce City opposed the
realignment alternatives and wrote a strongly-worded letter advocating for a supplemental
ﬂ_ document and a better approach to find a solution to address traffic and community impacts.
Commerce City actively participated with businesses and residents in a collaborative process
to eliminate the realignment alternatives and reaffirm that a reroute of the interstate made
absolutely no sense from a emergency management, traffic and cost perspective. We still
believe this is the case and thank the agencies that this supplemental draft acknowledges this
truth.

//A
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Page 3

Comment noted.

B Comment noted.

Likewise, eliminating any alternatives that reroute I-70 is supported by Commerce City.

Removing I-70 from its current alignment to I-270 and 1-76 is not practical for a variety of “ Comment noted.
reasons, which is why it was eliminated during the PACT process. First and foremost is the
new, disproportionate impacts placed on local communities with similar socio-economic Comment noted

challenges. Second is the additional miles traveled by commuters and inter/intrastate travelers,
resulting in increased costs and reduced air quality benefits. Third, these existing routes are
already at max capacity and the necessary widening of I-76 and I-270 will not meet the needed “ Comment noted.
capacity for all three interstates at a reasonable cost. Finally, rerouting I-70 eliminates east-
west route redundancy, a critical element in a robust transportation system. For emergency
responders to hazmat shipments and commercial vehicles, having alternative routes is
necessary to ensure safety of the traveling public.

CDOT will coordinate with Commerce City during construction to ensure minimal disruption to
bicycle and pedestrian activities.

The City supports the proposed new Holly interchange. . . B 1-225 and 1-270 were included in the models and were considered in the analysis. However, these
lvg: sgrlraslz c:he ;2:19:10111 :Ifstt;grptrhclpgs;:d, SH:;I); r::rtgr_cnr:ial?sgt:i ;ecaL;se it supports the City’s interstates are outside of the scope of this project and are not included in analysis results in the Final
& rnectivity p y'ssou ! area. EIS. For additional information specific to these facilities, please contact CDOT. Traffic analysis that

The City supports a 10-lane footprint that meets current and future capacity needs. has been completed to date indicates that 1-70 operations near the 1-225 and 1-270 interchanges will
The proposed preferred alternative footprint was a result of collaborative process among cities, likely improve with the Preferred Alternative compared to the No-Action Alternative. See Chapter 4
community leaders and businesses. It strikes a balance between meeting future traffic needs and Attachment E for further information on the traffic analysis.

and the desired mitigation strategies of local communities to reconnect residents, expanding
recreational and economic opportunities. The footprint allows the free flow of goods, services
and freight movements critical to the regional and state economy.

The City supports Denver’s efforts to revitalize the Elyria, Swansea and Globeville
neighborhoods.

Commerce City supports redevelopment efforts throughout surrounding communities; the
proposed Swansea lid and recreational uses will help mitigate impacts to local residents and
youth, Commerce City may also see a long-term benefit from the momentum created from
some of the proposed redevelopment efforts by Denver.

Commerce City is ready to assist CDOT with right of way relocations.

Given the magnitude of the project, numerous businesses and residents likely will need to find
alternative locations. The City is ready to assist the State in finding suitable relocation sites for
affected businesses and residents.

The City is supportive of the Sand Creek trail realignment.
While there will be minimal impacts to the trail realignment, the City requests coordination
during construction to help reduce pedestrian and bicycle conflicts.

Greater traffic analysis is needed for the interaction between 1-70, I-225 and 1-270

The SDEIS traffic analysis does not provide enough information on how the imgrovements
will affect the I-225 and I-270 interchanges. In fact, data demonstrates traffic @-70 and these
two regional interchanges further degrades, with no noticeable improvement.
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T Colorado Boulevard and other local roads were included in the models and were considered in the
analysis. However, these roads are outside of the scope of this project and are not included in analysis
results in the Final EIS. For additional information specific to these facilities, please contact CDOT.

Given the importance of these two interstates to the regional transportation network, it is Traffic anal_y51s that has b_een_ completed to dgte indicates that [-70 operations near the Colorado _

critical that additional traffic analysis is completed to further explain the relationship and how Boulevard interchange will likely improve with the Preferred Alternative compared to the No-Action

improvements could benefit this area, as well as the impact on doing these improvements Alternative. See Chapter 4 and Attachment E for further information on the traffic analysis.
sooner or later could have on the entire transportation system.

“_ Additional traffic analysis is needed on Colorado Boulevard and the interaction between n CDO.T will WOI‘.k with all loca.l agencies impacted by the cionstructlon Of. 1-70. Trgfﬁc Co.n trol
170 and local streets requirements will be handled in the next phases of the project. CDOT will coordinate with
Given limited existing local and intercity roadway connectivity, additional traffic analysis is Commerce City for development of the requirements.
— needed along Colorado Boulevard, 46" Avenue, 47™ Avenue and 48" Avenue and the
remaining frontage road.sysc‘iem to bet}‘;}gi’“dmta“d the improvements necessary to manage B The majority of the direct impacts from the project are located along the existing 1-70 alignment.
IR additional capacity predicted by the SDEIS. Therefore, Commerce City neighborhoods should not be affected by the proposed improvements.

The City requests to be an active participant in construction phasing Impacts to Sand Creek are discussed throughout various sections of the Final EIS.

The city requests to be actively involved in construction phasing plan and approvals for
detours or changes to interstates and state highways within city limits that may see traffic M Inaccuracies detailed in the attached spreadsheet were reviewed and references were updated as
increases. The City is especially concerned about construction traffic migrating to I-270, appropriate.

Colorado Boulevard/SH 2 and other local streets that are already at capacity. I-270, for
example, already experiences a three-hour daily congestion window, a problem that is only

n— expected to grow without improvements.

The SDEIS does not recognize or acknowledge Commerce City impacts within the
defined project area. .

The document fails to discuss social, economic, environmental justice, air quality and noise
impacts/associated mitigation within the city’s Sand Creek, 56th Avenue Industrial Park,
South Rose Hill and Stapleton Industrial Park Neighborhoods — all Commerce City
neighborhoods within the project’s defined area. Consistent with our previous comment letter,
the city remains concerned with the lack of analysis or recognition of Commerce City impacts
n_ within the defined project area.

The document still contains inaccurate references to Commerce City that need to be
fixed.

The document contains several inaccurate references to City planning documents, mapped
areas within the community or relies on third party sources for Commerce City documents.
Please refer to the subsequent spreadsheet for a more detailed list to fix.

Thank you to CDOT and FHWA for a 13 year process to work with affected communities to
find the right solution for Interstate 70. Additional technical comments are included for

n_ specific feedback.

The SDEIS is a critical step in a decade-long process that soon must reach a thoughtful
conclusion in order to provide clarity for the thousands of residents and businesses in Denver,
Commerce City, Adams County and Aurora.
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Page 5

Commerce City is committed to partnering with its sister communities and the state to ensure
this regional transportation project finds an appropriate balance that benefits system users and
property owners.

Thank you for your consideration.

Sincerely,

7% £ 1T Zesin,

Brian K. McBroom
City Manager

cc: City Council of Commerce City
Mayor Michael Hancock, City & County of Denver
Board of County Commissioners, Adams County
Colorado Transportation Commissioner Heather Barry
Congressman Ed Perlmutter
State Representative Dominick Moreno
State Representative Jenise May
State Senator Jessie Ulibarri
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Responses to Comments
Sonce SUbmittal Name: gr(])(;ng;rce City - City Manager Brian McBroom

B Comment noted.

Comment noted.

Comment noted.

“ The figure was updated as suggested.

The Final EIS makes reference to the Adams County Comprehensive Plan, December 2012.
I Exhibit 5.4-3 has been updated to reflect Commerce City areas with more industrial land use.
The figure was updated as suggested.

The figures were updated as suggested.

T HARARE &
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Source: Submittal Document Number: 728 | Name: gr?gqugfce City - City Manager Brian McBroom

The exhibit has been updated to reflect this change.
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Responses to Comments
Sonce SUbmittal Name: gr?éng::%ce City - City Manager Brian McBroom

Comment noted.
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Document Number:

728

Name:

Commerce City - City Manager Brian McBroom
and Staff

Construction methods will be investigated during design to determine the best practices in order to
minimize threats.

Input on alternative design and variations was evaluated through agency coordination with both
Commerce City and Denver, as well as input from various other stakeholders. Supplemental

Draft EIS comments were also considered as input for design modifications. Modifications were
incorporated into various sections of the Final EIS, as applicable. Final design decisions ultimately
need to be approved by FHWA.

Colorado Boulevard and other local roads were included in the models and were considered in the
analysis. However, these roads are outside of the scope of this project and are not included in analysis
results in the Final EIS. For additional information specific to these facilities, please contact CDOT.
Traffic analysis that has been completed to date indicates that I-70 operations near the Colorado
Boulevard interchange will likely improve with the Preferred Alternative compared to the No-Action
Alternative. See Chapter 4 and Attachment E for further information on the traffic analysis. For
information on the Steele Street/Vasquez Boulevard interchange, please see PA6 of the Frequently
Received Comments and Responses on the Supplemental Draft EIS, located in Part 1 of Attachment

Q.

I-270 was included in the models and was considered in the analysis. However, this interstates

is outside of the scope of this project and is not included in analysis results in the Final EIS. For
additional information specific to this facility, please contact CDOT. Traffic analysis that has been
completed to date indicates that I-70 operations near the 1-270 interchange will likely improve with
the Preferred Alternative compared to the No-Action Alternative. See Chapter 4 and Attachment E
for further information on the traffic analysis.

Tower Road and other local roads were included in the models and were considered in the analysis.
However, these roads are outside of the scope of this project and are not included in analysis results
in the Final EIS. For additional information specific to these facilities, please contact CDOT.
Traffic analysis that has been completed to date indicates that [-70 operations near the Tower

Road interchange will likely improve with the Preferred Alternative compared to the No-Action
Alternative. See Chapter 4 and Attachment E for further information on the traffic analysis.
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Source: Submittal Document Number: 728
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Name:

Commerce City - City Manager Brian McBroom
and Staff

The executive summary has been updated to include this clarification.

The analysis completed in the Draft EIS published in 2008 was current at that time. Due to the time
period between 2008 and the issuance of the Supplemental Draft EIS in 2014, it was necessary to
update the analysis to current regulations for the comparison of alternatives.

The Steele Street/Vasquez Boulevard interchange is included in the Preferred Alternative as described
in the Final EIS. For information on the Steele Street/\Vasquez Boulevard interchange, please see PA6
of the Frequently Received Comments and Responses on the Supplemental Draft EIS, located in Part
1 of Attachment Q.

The concerns presented in this comment have been adequately addressed in the Final EIS.
For information on the possibility of a second highway cover, please see PA8 of the Frequently
Received Comments and Responses on the Supplemental Draft EIS, located in Part 1 of Attachment

Q.

For information on the Steele Street/Vasquez Boulevard interchange, please see PA6 of the
Frequently Received Comments and Responses on the Supplemental Draft EIS, located in Part 1 of
Attachment Q.

The Preferred Alternative identified in the Final EIS is the Partial Cover Lowered Alternative with
Managed Lanes Option. The alternative is a combination of elements from the Basic and Modified
connectivity options from the Supplemental Draft EIS.

There are no impacts to Sand Creek Greenway Trail in the jurisdiction of Commerce City. CDOT will
continue to coordinate with Denver for temporary impacts near Quebec Street.

Monitoring will not be provided along 1-270 because there is no planned construction along the
highway.

Information on noise walls in Montbello can be found in Section 5.12 of the Final EIS.

Future community outreach is discussed in more detail in Chapter 10 of the Final EIS. Commerce
City will continue to be involved through final design and construction.

The PACT discussion in the Executive Summary was modified.

The majority of the direct impacts from the project are located along the existing I-70 alignment.
Therefore, Commerce City neighborhoods should not be affected by the proposed improvements.

According to the Denver Community Planning and Development website, Blueprint Denver is listed
as being adopted in 2002 as a supplement to the Denver Comprehensive Plan 2000. More recent
mapping for the document has been developed since 2002.
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Source:  Submittal Name: g:r?(;ngggrce City - City Manager Brian McBroom

Substantial new residential and business growth is not anticipated in the portions of Commerce City
that exist within the study limits, which is what the listed areas show.

The reference is to development at DIA.

Other areas are referring to the growth areas listed previously including downtown Denver, Stapleton,
as well as DIA. Growth is evaluated based on the DRCOG regional data.

The text was intended to reference a regional destination along I-70 within the center of the project
area.

Comment noted.
Comment noted.

Impacts from the direct connections are described in each subsection of Chapter 5. Many resources
do not have additional impacts due to the direct connections.

Additional supporting text explaining why stakeholders in the area do not approve the reroute
alternative is included in the Final EIS.

Additional supporting text explaining why stakeholders in the area do not approve the reroute
alternative is included in the Final EIS. Denver provided a letter of support for the Partial Cover
Lowered Alternative, but nothing in opposition of the reroute.

The direct connections associated with the managed lanes, as part of the Build Alternatives ultimate
configurations, are improvements from the existing highway conditions.

Comment noted.

LLEEEEEEED LD

Comment noted.

This is the most desirable location along the corridor for the highway cover because of its proximity
to the school and because it accommodates the maximum length of the cover that can be placed on
the highway.

A letter supporting the Partial Cover Lowered Alternative was received on June 6, 2013, from
Commissioner Eva Henry of Adams County, Mayor Michael Hancock of Denver, and Mayor Sean
Ford of Commerce City. Their preference for this alternative is based on improved pedestrian
connections and facilities assimilated with the highway cover, as well as overall improvement to
north-south and east-west movement in the corridor. A proclamation also was signed by all of the
Denver City Council members in support of the Partial Cover Lowered Alternative on April 7, 2014.
Additionally, letters of support were received from the Denver Metro Chamber of Commerce, the
Downtown Denver Partnership, the Elyria Swansea/Globeville Business Association and the National
Western Stock Show.

Responses continue on the following page.
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sosz SulEEl Name: gr?(;ng:;fce City - City Manager Brian McBroom

The Steele Street/Vasquez Boulevard interchange is included in the Preferred Alternative as described
in the Final EIS. For information on the Steele Street/\Vasquez Boulevard interchange, please see PA6
of the Frequently Received Comments and Responses on the Supplemental Draft EIS, located in Part
1 of Attachment Q.

Discussion has been revised in the Final EIS to include access at Steele Street/Vasquez Boulevard.

Input on alternative design and variations was evaluated through agency coordination with both
Commerce City and Denver, as well as input from various other stakeholders. Supplemental
Draft EIS comments were also considered as input for design modifications. Modifications were
incorporated into various sections of the Final EIS, as applicable. Final design decisions ultimately
need to be approved by FHWA.

Text was included in the Final EIS to clarify the types of design variation analysis that was conducted
after the publication of the Supplemental Draft EIS.

Input on alternative design and variations was evaluated through agency coordination with both
Commerce City and Denver, as well as input from various other stakeholders. Supplemental
Draft EIS comments were also considered as input for design modifications. Modifications were
incorporated into various sections of the Final EIS, as applicable. Final design decisions ultimately
need to be approved by FHWA.

¥ Comment noted.
Comment noted.
Comment noted.

The concerns regarding the second cover have been adequately addressed in the Final EIS. For
information on the possibility of a second highway cover, please see PA8 of the Frequently Received
Comments and Responses on the Supplemental Draft EIS, located in Part 1 of Attachment Q.

HRECERRRARRGHERR

m This section discusses the design variations for the frontage roads as part of the project upgrades, not
to discuss the existing conditions of the frontage roads in the study area.

The Steele Street/Vasquez Boulevard interchange will remain open as part of the Preferred
Alternative design. For information on the Steele Street/\Vasquez Boulevard interchange, please see
PAG6 of the Frequently Received Comments and Responses on the Supplemental Draft EIS, located in
Part 1 of Attachment Q.

Signals are included as the preferred option in the Partial Cover Lowered Alternative in the Final EIS.

CDOT will coordinate with Commerce City for development of traffic control requirements.

Responses continue on the following page.
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Responses to Comments
Source: Submittal Document Number: 728 | Name: g_:r?(;né?;ifce City - City Manager Brian McBroom

I-270 was included in the models and was considered in the analysis. However, this interstates
is outside of the scope of this project and is not included in analysis results in the Final EIS. For
additional information specific to this facility, please contact CDOT. Traffic analysis that has been
completed to date indicates that 1-70 operations near the 1-270 interchange will likely improve with
the Preferred Alternative compared to the No-Action Alternative. See Chapter 4 and Attachment E
for further information on the traffic analysis.

CDOT will coordinate with DPS and Swansea Elementary School to ensure safe vehicular access
to school, as well as the development of a Safe Routes to School plan for pedestrians and bicycles
during construction.

Information is included under trucking facilities in Chapter 4: Transportation Impacts and Mitigation
Measures

This is a general introductory paragraph to the existing conditions of 1-70. It is contrasting the
different performance measures of the corridor. The following paragraphs discuss the congestion and
mobility issues that currently exist on I-70.

This side
intentionally
left blank.
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I-225 and 1-270 were included in the models and were considered in the analysis. However, these
interstates are outside of the scope of this project and are not included in analysis results in the Final
EIS. For additional information specific to these facilities, please contact CDOT. Traffic analysis that
has been completed to date indicates that I-70 operations near 1-225 and 1-270 interchanges will likely
improve with the Preferred Alternative compared to the No-Action Alternative. See Chapter 4 and
Attachment E for further information on the traffic analysis.

Rail freight facilities will not be impacted.

[-225 and 1-270 were included in the models and were considered in the analysis. However, these
interstates are outside of the scope of this project and are not included in analysis results in the Final
EIS. For additional information specific to these facilities, please contact CDOT. Traffic analysis that
has been completed to date indicates that 1-70 operations near 1-225 and 1-270 interchanges will likely
improve with the Preferred Alternative compared to the No-Action Alternative. See Chapter 4 and
Attachment E for further information on the traffic analysis.

EZ3 1-225 and 1-270 were included in the models and were considered in the analysis. However, these
interstates are outside of the scope of this project and are not included in analysis results in the Final
EIS. For additional information specific to these facilities, please contact CDOT. Traffic analysis that
has been completed to date indicates that 1-70 operations near 1-225 and 1-270 interchanges will likely
improve with the Preferred Alternative compared to the No-Action Alternative. See Chapter 4 and
Attachment E for further information on the traffic analysis.

m Since the Supplemental Draft EIS, changes were made to the modeling to reflect an updated
DRCOG 2035 model. The Build Alternatives no longer show severe congestion at Tower Road in the
eastbound direction. The PM peak period has some congestion westbound between Tower Road and
Pefia Boulevard as a result of the heavy merging traffic in the area.

1-225 and 1-270 were included in the models and were considered in the analysis. However, these
interstates are outside of the scope of this project and are not included in analysis results in the Final
EIS. For additional information specific to these facilities, please contact CDOT. Traffic analysis that
has been completed to date indicates that I-70 operations near 1-225 and 1-270 interchanges will likely
improve with the Preferred Alternative compared to the No-Action Alternative. See Chapter 4 and
Attachment E for further information on the traffic analysis.

HRRRARRRRRRREER

1-225, 1-270 and Tower Road were included in the models and were considered in the analysis.
However, these interstates are outside of the scope of this project and are not included in analysis
results in the Final EIS. For additional information specific to these facilities, please contact CDOT.
Traffic analysis that has been completed to date indicates that I-70 operations near the Tower Road,
I-225 and 1-270 interchanges will likely improve with the Preferred Alternative compared to the No-
Action Alternative. See Chapter 4 and Attachment E for further information on the traffic analysis.

IBEM Exhibit 4-42 and Exhibit 4-43 in the Supplemental Draft EIS display screenline volumes for 1-70
only. They are not intended to show screenline volumes on 1-270 for any of the alternatives.

Responses continue on the following page.
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Responses to Comments
Source: Submittal Document Number: 728 | Name: gr?(;néntzgfce City - City Manager Brian McBroom

Text in the Chapter 3: Summary of Project Alternatives in the Final EIS was updated to reflect the
comment.

Comment noted.

Air monitoring will be required of the developer during construction of the project. However, air
monitoring will not take place in Commerce City due to the absence of construction activities.

Comment noted.

The text in Chapter 10: Community Outreach and Agency Involvement in the Final EIS has been
strengthened to clarify that the PACT supported keeping I-70 on its current alignment.

Comment requires clarification and cannot be responded to without additional information.

Both spellings of the word are correct. However, for consistency the document will continue to use
“ﬂyer.”

This side
intentionally
left blank.
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Comment noted.
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Source:  Submittal Name: Commerce City - Rene Bullock

Comment noted.

Good evening. Thank you, CDOT, and the Federal Highway Foundation for the 13 years of
process to work with the affected communities to find the right solution for Interstate 70.

B This concern was adequately addressed in the Final EIS. Access will be offered in the form of slip

When the Draft came out [in 2008], Commerce City opposed the realignment alternatives, ramps between the Colorado Boulevard and Steele Street/Vasquez Boulevard interchanges. Please see
and wrote a strongly worded letter advocating for a supplemental document and a better PAG of the Frequently Received Comments and Responses on the Supplemental Draft EIS, located in
approach to find the solution to address traffic and community PACTs. Commerce City Part 1 of Attachment Q.
actively participated with businesses and residents in a collaborative process to eliminate

“_ the realignment alternatives, and to reaffirm a route of the interstate, rerouting the The locations listed are outside the impacted area of this project.

interstate made absolutely no sense from an emergency management, traffic, or cross
perspective. We still believe this is the case, and thank the agencies for the Supplemental
Draft to acknowledge this is true. Also, support different efforts to revitalize Elyria,
Swansea, and Globeville neighborhoods, Brighton Boulevard, and CDOT's effort to mitigate
PACTS directly adjacent to the highway.

While the Supplemental Draft EIS generally addresses big picture concerns, there are
several significant changes the City might have to address in the final EIS before we can
endorse the project. Commerce City supports the Partial Cover Lower Alternative, basic
lower alternative option with the managed lanes as a preferred alternative. Our support for
this alternative is routed within the SDEIS, which finds this alternative provides the best
regional economic benefits, provides a significant number of jobs, and offers the best
construction value. More importantly, most importantly, it preserves direct and directional
interstate access to and from Vasquez Boulevard. This is the only alternative Commerce
“— City and City Council will support. The City opposes moving interstate access from Vasquez
to Colorado Boulevard because it has significant impacts to the city residents and
businesses. It negatively impacts on truck traffic. Commerce City has a great amount of
truck traffic heading from the north-south. It limits Commerce City's economic
development opportunity to the benefit of Denver. And there is not adequate traffic analysis
on Colorado Boulevard for the modification that eliminates Vasquez. The City has worked
collaboratively with Denver and the state to identify alternatives that balance immediate
neighborhood concerns, and keeps the interchange open. The City expects these discussions
to reflect in the final EIS preferred alternative.

Consistent with our previous comment, the City remains concerned with the lack of
analysis or recognition of Commerce City PACT within the defined project area. The
document fails to discuss the social, economic, or environmental justice, air quality, and
noise impacts of associated mitigation within the City at Sand Creek, 50th Street, 56th
n_ Avenue, Central Park, Rose Hill, South Rose Hill, and the Stapleton Industrial Park
neighborhoods. We also advocate for the City to be actively involved in the construction
phasing plan, and approval for detours and changes to the interstate and the state highway

within the city limits that may see traffic increases.
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OFFICE OF THE MAYOR
CITY AND COUNTY BUILDING
DENVER, CO 80202-5390
TELEPHONE: (720) 865-9090 « FAX: (720) 865-8787
TTY/TTD: (720) 865-9010

Wichael DB, Sancod:

Mayor

October 31, 2014

Don Hunt, Executive Director

I-70 East Project Team

Colorado Department of Transportation
4201 E. Arkansas Ave.

Denver, CO 80222

Dear Mr. Hunt,

Thank you for the opportunity to comment on the I-70 East Supplemental Draft Environmental Impact
Statement (SDEIS) that was released in August 2014. The City and County of Denver (“Denver”)
supports the Partial Cover Lowered Alternative (“PCL”) as the best and most viable option to deliver a
project that will serve the complex needs of our residents, commuters and the region as a whole, as
noted through the regional leaders’ letter from June 2013 and the Denver City Council resolution from
April 2014. We value the large investment that CDOT is making in this critical piece of highway
infrastructure for our state. To get this right, it is imperative that this project support the Elyria, Swansea
and Globeville neighborhoods as well as Denver as a whole. On behalf of the residents of Denver, my
administration will continue to ensure that the 1-70 East SDEIS supports the vitality and strength of the
surrounding communities.

This letter accompanies and summarizes the key items in the comments submitted by Denver that will
protect and improve the quality of life, safety and health of our residents and highway users. We
believe the issues we have raised can be resolved in partnership with the Colorado Department of
Transportation (CDOT) and incorporated into the Final Environmental Impact Statement (FEIS)
scheduled to be released in August 2015.

Today, Denver has several major redevelopment and infrastructure projects taking place that provide a
connection from Denver Union Station to Denver International Airport. Termed the Corridor of
Opportunity, the nearly 23-mile stretch is one of the most compelling commercial investment
opportunities in the world, with thousands of developable acres. The I-70 East project plays a critical
role within the Corridor of Opportunity. Specifically, the I-70 East project is one of six critical
redevelopment projects in north Denver that provides a unique and historic opportunity to rebuild a
connected community and energize a gateway to downtown Denver, also known as the North Denver
Cornerstone Collaborative.

We value CDOT’s partnership to uplift this cornerstone of Denver. City staff members have worked
closely with CDOT, the Federal Highway Administration (FHWA) and the public to find an alternative that
will have the greatest public benefit while minimizing negative impacts to the surrounding community.
My administration remains committed to relieving congestion and providing safe travel on I-70 East as

Denver Mayor Michael B. Hancock and

Source: Submittal Document Number: 880 | Name

The information
in the cover
letter is noted.

Responses to
specific comments
are included on the

following pages.

Department of Public Works

important elements to improving Denver's overall transportation system. Continuing to collaborate and
connect with the Elyria, Swansea and Globeville communities will be important to meet the needs of the
residents and businesses throughout the life of the project.

During the course of this Environmental Impact Statement (EIS), Denver has provided staff support and
leadership for this analysis of alternatives and environmental impacts for future improvements of I-70
East from I-25 to Tower Road. Due to our level of involvement, Denver believes that the PCL will knit the
communities back together by eliminating the physical, visual and safety barriers posed by the existing
highway viaduct. The cover over I-70 will improve connectivity as well as the ability to walk, bicycle and
drive within the neighborhood. Placing I-70 below grade will provide additional community open space
that will be activated with community services and programs based on neighborhood input and needs.

As Mayor, my greatest concern is that the impacts of this project could potentially be borne
disproportionately by the surrounding minority/low-income communities. While CDOT has identified
many mitigation elements, the proposed mitigations do not fully compensate for the impacts.
Appropriate mitigation of these impacts, both during construction and after completion, is critical to our
city and residents.

The following summarizes the City and County of Denver’s issues for further review and input:

¢ Neighborhood Health and Quality of Life.

o Denver requests to collaborate with CDOT to develop more effective and aesthetically
pleasing noise solutions beyond the noise mitigation plan proposed in the SDEIS,
solutions that fit into the neighborhood and are less intrusive on the views. The existing
highway has significant noise impacts to the surrounding communities.

o Denver requests to collaborate with CDOT to increase the tree canopy in the
neighborhoods to help buffer the visual effect of noise walls and create a sense of
ownership by community members toward their neighborhood and public property.

o Denver requests that CDOT work collaboratively with the city and area residents to
develop space that is a true amenity to the communities, including but not limited to
establishing a program for long-term maintenance of the cover over the PCL. The PCL is
a very progressive solution by CDOT to stitch the surrounding communities back
together. We must have a plan to maintain it.

o Denver requests that CDOT consider providing operational costs for new home
infrastructure in addition to the currently proposed opportunities for homeowners to
rehabilitate homes through improvements to doors, windows and ventilation systems.
Residents should not bear the cost of these mitigations.

o Denver requests to collaborate with CDOT to identify public services and social support
structures needed during the construction period to enhance community stability and
strength. These should include health care access, employment development, and a
health and wellness center. CDOT should assist nonprofits, especially those
organizations serving non-English speaking populations, and Denver Health in providing
services that help residents navigate community resources.

e Second Cover. Denver requests that CDOT enable the development of a second cover between
Steele St./Vasquez Blvd. and Cook St. to improve connectivity, to introduce services such as a
grocery store, to reduce the visual presence and associated impacts of I-70, and to develop
space that is a true amenity to the communities where none exists today. As documented in the

Denver Mayor Michael B. Hancock and
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SDEIS, a second cover would eliminate the need for noise walls in this location, further
mitigating the impacts of I-70. The proposed reconfiguration of the existing Steele/Vasquez
interchange presents an immense opportunity to connect two segments of the neighborhood
and create a special place for the community. This cover is different than the cover adjacent to
Swansea Elementary School. That cover provides an open space amenity near the school and
adjacent existing residential communities. The second cover would provide an opportunity to
completely re-imagine its immediate surroundings, to open up multiple acres of land for
additional rooftops and to introduce the type of development that the community has clearly
stated it is missing.

Air Quality. Denver requests CDOT include monitoring of air quality impacts before, during and
after construction on site of PM 10, PM 2.5, Nitrogen Oxides and other pollutants. Significant
concern has been raised by Denver and area residents about air quality impacts. Of particular
concern are the impacts during and after construction in the neighborhoods, at the school and
at the ends of the cover.

Highway “Footprint.” Denver requests variances in the dimensions and geometrics of the
highway width and interchanges. Reduced shoulder width and less-than-full-standard
geometries for accel/decel lanes should be thoroughly examined as a joint effort between
Denver and CDOT. These are reasonable adjustments to minimize the overall footprint of the
highway without significantly impacting the safety or operations of the highway.

Connectivity. Denver requests to closely coordinate with CDOT on ramp and local street
closures during construction to ensure connectivity for residents to easily access and utilize all
available modes of transportation throughout these neighborhoods. One of the longstanding
challenges for these communities, further aggravated since the original construction of I-70, has
been the lack of vehicle, pedestrian, and bicycle connections within the neighborhoods and to
adjoining areas. This will become acute as construction of I-70 commences, with limited access
on and off the highway for residents and others wanting to use 1-70. East/West and
North/South connectivity is needed on both sides of the highway to allow neighborhood
residents to use all modes of transportation to safely travel, to revitalize these communities,
and to ensure that industrial and truck traffic stay on appropriate thoroughfares. Improved
connectivity is also necessary to address emergency vehicle access, particularly during the
construction period. The PCL eliminates some North/South connectivity that must be re-
examined. The reconfiguration of 46™ Avenue, as requested by Denver, is an important
contribution, as is the addition of a cover over the highway.

47" and York. Denver requests to collaborate with CDOT to develop appropriate alternatives
for connectivity in and around 47" and York, with the goal of identifying solutions that are multi-
modal and minimize further impacts to the community. Prior to the original construction of I-70,
there were at grade railroad crossings in this area, which have since been eliminated, thus
causing additional barriers to mobility for community residents.

Steele/Vasquez and Colorado Boulevard Interchanges. Denver requests that CDOT work
collaboratively with the city and area residents and businesses surrounding the Steele/Vasquez
and Colorado Boulevard interchanges to devise the most appropriate combination of strategies
and infrastructure that respects the affected neighborhoods and allows good access to support
local businesses. The PCL and modified PCL shown in the SDEIS show two different access

: . : . Denver Mayor Michael B. Hancock and
Source:  Submittal Name: Department of Public Works

The information
in the cover
letter is noted.

Responses to
specific comments
are included on the

following pages.

Comments

configurations at these locations. Denver believes both of these options — 1) split diamond
between the two interchanges and 2) no access at Steele/Vasquez with full diamond at Colorado
Boulevard — have significant challenges and will create unacceptable impacts to the local
businesses, the neighborhoods and the level of service at the interchanges.

e Housing and Relocation. Denver requests that CDOT work collaboratively with the city and area
residents to re-establish a critical mass of residential housing units by developing a plan for the
type, character and amount of replaced housing. The viability of the surrounding neighborhoods
was diminished after the original construction of I-70 and will be further diminished with the
planned loss of additional housing units under the proposed action. Funding for replacement
housing should be channeled through the Denver Office of Economic Development, which can
provide a fair, open and coordinated process to complete the housing redevelopment.

e Drainage and Water Quality. Denver requests that CDOT maintain its work with the city to find
alternate solutions that will allow some of the drainage infrastructure and detention facilities to
be above ground—thus creating a visually pleasing amenity for the surrounding communities.
CDOT should work with Denver staff on water quality strategies as well to develop more
specificity to be included in the FEIS. The SDEIS shows a system of drainage infrastructure that
includes, for the most part, underground pipes to drain excess water to the South Platte River.
Green Infrastructure and other Best Management Practices (BMPs) should be further
developed, which will treat runoff from impervious surfaces that are part of the |-70 East project
and from other sources.

e Community Outreach. Denver invites CDOT to remain engaged in additional community
outreach following the conclusion of the SDEIS. Denver will develop supplemental approaches to
educating and soliciting input from the affected neighborhoods. CDOT has put forth an
enormous effort in engaging the communities and other stakeholders since 2003. However,
Denver will maintain engagement with the community regarding the issues outlined in Denver’s
comments.

Please feel free to contact Public Works Executive Director Jose Cornejo at 720-865-8712 with your
questions or thoughts. We look forward to continuing the productive partnership with CDOT, the
FHWA, the surrounding communities and other affected stakeholders as we move this important project
forward.

Respectfully,

Michael B. Hancock
Mayor
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1-70 East Supplemental Draft Environmental Impact Statement Response Comment Report
October 31, 2014

Additional Reference

Volume Section

1 0 ES 1-10

Based on our review, the proposed elimination of the existing York St. interchange will create significant
adverse impact to the local roadway network around York St. Please provided needed mitigation measures
to include additional local roadway connections to York to help with the increase in traffic around this area.
Revise and update section ES4.2, paragraph 3 on page ES-7 and section ES 6, paragraphs 6 and 7 on page ES-
12 to include additional local roadway connections at York to help with the increase in traffic around this
area.

1 0 ES 1-10 14

"How will social..." add ...."Construction activity and property acquisition will lead to changes in the supply
chain, customer access, and employee access; these changes will result in lower business sales, higher
employee turnover, increased costs, and reduced profits. The result is lower tax revenues through sales/use
taxes, property taxes (due to lost businesses or business capital), and other economic and fiscal reductions."

1 0 ES 1-10 19-20

Due to the critical nature of outreach, please cross reference and add "Additional focused outreach, during
the planning, pre-construction and construction phases, will be made to local businesses to minimize
business loss and operational disruptions.

1 0 ES 1-10 ES-17
What and where can the specific mitigation measures be found in the SDEIS? Include a reference to 5.22
here.

1 1 1.9 1-8

CDOT should work with the City and County of Denver (CCOD) and Globeville Elyria Swansea Organizers
Group and other community stakeholders during the entire process to procure a private sector team who
will design and construct this project. This partnership will ensure that local interests and concerns are
reflected in the project as it proceeds from design through construction.
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Responses to Comments

M The Executive Summary in the Final EIS has been revised accordingly. Mitigation measure are
included throughout the Final EIS document. CDOT will coordinate with Denver regarding traffic
conditions on local streets.

“ CDOT will work with businesses to maintain access during construction. Access to businesses
generally will improve because of the added lanes to 1-70 and the resulting improvements in travel
time to and from businesses after construction. Signs and notifications will be used to reduce adverse
effects on access to homes, businesses, and services during the construction period. Proposed text was
not added to the Final EIS.

Text was added to Chapter 10 of the Final EIS to explain the plan for future public outreach on the
project.

R A reference to the mitigation summary was added to the Executive Summary of the Final EIS.

“ CDOT will continue to coordinate with Denver throughout the procurement selection process. Issues
identified by both Denver and by community members will be factors in the selection of a developer.
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Volume Chapter Section Page Additional Reference

1 2 2.3 2-3

Diagram 2-1 indicates the project area. Was the entire transportation network in the region taken into
account? What improvements to the local network, I-270 and I-76 were considered to alleviate widening in
the Swansea and Elyria neighborhoods?

EIS should take into account the entire transportation network in the region and consider what
improvements to the local network, I-270 and I-76 could alleviate widening in the Swansea and Elyria
neighborhoods.

1 2 2.3 2-3
FEDERAL HIGHWAY ADMINISTRATION’S LIVABILITY GOALS:

It is not clear that the FHWA Livability goals are captured in the text. The FEIS should address the Federal
Highway Administration’s Livability goals.

1 3 3.3 9
This section should also reference the most recent, 2014 Transit Oriented Development Strategic Plan.
1 3 3.3.3 3-6

The “Managed Lane Option” considers at least one managed lane, using operational strategies like a high-
occupancy vehicle (HOV) lane, from 1-25 to Tower Road.

The SDEIS does not explicitly recommend managed lanes, or include specific recommendations on users or
potential incentives to improve ridership and thus mitigate environmental impacts.

Managed lanes are important to both reduce potential congestion and minimize the impact of carbon
emissions on air quality. HOV and bus lanes encourage riders to commute together or on shared transit,
decreasing the number of vehicles on the highway, and mitigating some potential environmental impacts for
the surrounding community, including pollutants and noise disturbance.

If CDOT determines to include toll lanes, the following statements should apply to those:
1) Managed lanes are included for the full length of the widened highway.
2) Managed lanes are free for vehicles containing three or more riders.

3) Managed lanes are free for buses. While there will be commuter rail access through the communities
surrounding the expanded highway, lessons from RTD’s West Line Rail expansion show that bus transit may
continue be the most flexible and cost effective transportation option for families in diverse communities,
and should be considered as part of a holistic transportation planning process.
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The DRCOG model was used for development of the traffic analysis, which includes fiscally
constrained improvements to local and regional roadways. These improvements are included in
Attachment E - Traffic Technical Report in the Final EIS.

The FHWA Livability and Sustainability principles were used on this project from the beginning
when the project began as a combined transit highway project through to the most recent development
of the Partial Cover Lowered Alternative. The project alternatives improve connectivity and
accessibility within the local network adjacent to I-70 by ensuring that walking, biking, and transit are
safe, convenient, and realistic choices. The Partial Cover Lowered Alternative not only addresses the
road safety and capacity issues, but also helps achieve some broader community goals of livability,
quality schools, safe streets, along with supporting the existing communities along the corridor. Its
identification as the Preferred Alternative was based on sustainability approaches that help to enhance
quality of life and serve transportation needs of the present and future, see Chapter 3, Summary of
Project Alternatives.

B A reference to the 2014 update was added.

The Preferred Alternative is identified in the Final EIS as the Partial Cover Lowered Alternative with
Managed Lanes Option. Chapter 3, Summary of Project Alternatives and Chapter 8, Phased Project
Implementation includes more detailed information on the proposed managed lanes.

The concerns regarding transit have been adequately addressed in the Final EIS. For information on
consideration of multi-modal forms of transportation, please see TRANS1 of the Frequently Received
Comments and Responses on the Supplemental Draft EIS, located in Part 1 of Attachment Q.
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Additional Reference

Volume Chapter Section

1 3 3.34,35

This section discusses that high traffic volumes on 46th Ave. as well as the fact that the truck traffic could
degrade the quality of the area neighborhoods and cause safety concerns for the neighborhoods,
pedestrians, bicyclists, and vehicles which contradicts the project need. Additional mitigation should be
shown in FEIS between Steele St. and Colorado Blvd. to prevent those impacts from occurring in the
neighborhoods and local City streets.

1 3 3.7

The local connectivity north-south refers to Ex. 4-20 for the basic option. | believe this should refer to Ex. 4-
21 as Fillmore is not called out as a connection and 4-20 shows the revised viaduct alt.

1 3 3.7

York St. is proposed to convert from a one-way to two-way street between 45th and 47th Aves in the
Modified Option. This section refers to 48th Ave. as the boundary. York St. is already a two-way street north
of 47th Ave.

1 3 3.7
All typical section graphics should include the existing viaduct as a point of reference, similar to Exhibit 3-9.
1 3 3.7

Our review showed that the signalized Steele/Vasquez interchange has a better performance. Consider
modifying paragraph 14 to show the Partially Covered Lowered (PCL) option with a signalized intersection at
Steele/Vasquez and that 46th Ave. to remain one-way between Steele/Vasquez and Colorado Blvd. (WB
46th Ave. to the north of I-70 and EB 46th Ave. to the south of I-70).

1 3 3.7

In Exhibit 3-13 showing the Managed Lane Option the interior shoulders are shown as 12 ft. and in Exhibit 3-
12 showing General Purpose Lane Option they are shown as 16 ft. Indicate why these shoulders can't be 12
ft. or change appropriately. Please list the additional impacts and corresponding mitigation of the Managed
Lanes Option if the width of the General Purpose Lane Option can be reduced.

1 3 3.7

The FEIS should provide more information than was in the SDEIS and the 2008 DEIS as to the options
considered for rehabilitating I-70; options considered for improving mobility that do not necessitate adding
lanes; and alternatives considered for improving local mobility — routing truck traffic, improvements to local
street network, additional transit in the corridor (beyond FasTracks).

1 3 3.7

CCOD understands the capacity need for 10 mainline lanes on |-70, but believes that variances in some of
the dimensions and geometrics are reasonable to minimize the overall footprint of the highway. Items such
as reduced shoulder widths and less-than-full-standard geometries for accel/decel lanes should be
thoroughly examined as a joint effort between the CCOD and CDOT, the results of which would be
incorporated into the FEIS.

Protecting the Present Building the Future
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Responses to Comments

This section discusses the elimination of the Realignment Alternatives (Alternative 4 and Alternative
6) from the 2008 Draft EIS. The alternatives were eliminated because they did not meet the project’s
purpose and need. Therefore, these alternatives were not fully analyzed for impacts and mitigation in
the document.

I8l Chapter 3, Summary of Project Alternatives in the Final EIS includes an updated Partial Cover
Lowered Alternative discussion.

In Chapter 3, Summary of Project Alternatives in the Final EIS, York Street has been changed to
remain a one-way street.

B Figures include the width of the existing viaduct, as appropriate.

I Chapter 3: Summary of Project Alternatives in the Final EIS includes an updated Partial Cover
Lowered Alternative discussion.

n The general purpose lane option will be constructed at the same width as the Managed Lanes Option
for future flexibility.

“ TDM/TSM strategies, which are programs designed to reduce travel demand and improve the use of
the current transportation system, while reducing the need for major capital investment are included
in Chapter 3, Summary of Project Alternatives in the Final EIS. Routing of truck traffic in the
neighborhood and improvements to the local street network are Denver’s responsibility and additional
transit in the corridor is RTD’s responsibility. CDOT has been coordinating with and will continue
coordinating with both agencies throughout the process to develop the best solution for the corridor.

CM CDOT will coordinate with Denver regarding the overall footprint of the highway.
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Volume Chapter Section

Additional Reference

1 3 3.7 Ch. 4

The design of the Partially Covered Lowered (PCL) should incorporate complete and green street concepts,
taking into consideration best practices of design, multimodal safety and efficiency, visual and
environmental protection for the neighborhood. In addition to lowering the highway and providing a cover,
the design should incorporate measures to open the area up to natural light and air, improved multimodal
“— facilities, landscaping, aesthetics to provide opportunities for mountain views across the lowered highway,
and other features to improve aesthetics and reduce noise from the highway. Successful streetscape design
reinforces the pedestrian scale and character and enhances the quality, identity, physical function, and
economic vitality of an area. In locations where it is possible within proposed right-of-way, design the
frontage road with wider sidewalks and buffers to be more inviting. Also address community cohesion and
infrastructure needs that were disrupted by the location of I-70 through the community.

1 3 3.7 18, paragraph 7

It states that the slip ramps at Monaco and Dahlia will be relocated and consolidated at Holly St. With this
proposed change and from our review, there will be significant increase to traffic on Holly St. to the north
and south of the interchange as well as cut through traffic on 48th Ave. Therefore, this paragraph will need
to be updated to include language that additional work on Holly to the north of I-70 and also 48th Ave. to
Colorado will be required to provide alternative accesses to Colorado to help relieve congestion on
Stapleton Drive North and South.

1 3 3.7 21, top of page

There appears to be missing text. Please verify and add text as appropriate.
1 3 3.7 3-17-31 Ch. 4
ALTERNATIVES, ROAD WIDTH & SUFFICIENT CAPACITY:

Concerned that width of I-70 & number of lanes be sufficient to accommodate vehicle traffic growth and
“— does not need widening in the future.

Regardless of how wide the road is under all Build Alternatives, traffic load demand forecasts for the next
several decades must be adequate enough to solve congestion. The highway width and number of lanes
need to be sufficient to avoid the need to further widen I-70 later.
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“ CDOT will coordinate with Denver regarding the design of local streets. Attachment O, Aesthetic
and Design Guidelines developed during the EIS process with Denver and the community, will be
used during final design to help CDOT identify appropriate aesthetic design elements to ensure
compatibility within the community and each viewshed. CDOT is committed to following the
guidelines and continued community involvement during final design and construction.

The concerns regarding community cohesion have been adequately addressed in the Final EIS. For
information on the Preferred Alternative highway cover and how it addresses community cohesion,
please see PA2 of the Frequently Received Comments and Responses on the Supplemental Draft EIS,
located in part 1 of Attachment Q.

Improvements to Holly Street north and south of 1-70 are understood to be part of future Denver
improvement projects.

Text was added in the Final EIS to address this issue.

0 The Final EIS analysis used the most recent 2035 DRCOG travel demand model to forecast future
traffic volumes. This model includes household and employment data for the region and includes
programmed projects including the East Corridor commuter rail line. The traffic volumes were used
to determine the needed capacity for I-70 in this area.

The concerns regarding managed lanes and have been adequately addressed in the Final EIS. For
information on identification of the Managed Lanes Option as the preferred option, please see PA7 of
the Frequently Received Comments and Responses on the Supplemental Draft EIS, located in Part 1
of Attachment Q.

The justification of the number of lanes needed for the highway in the future has been discussed in
the Final EIS. For information on widening the highway and number of lanes needed, please see
GENS3 of the Frequently Received Comments and Responses on the Supplemental Draft EIS, located
in Part 1 of Attachment Q.
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The managed lanes pricing strategies will be determined during future phases of the project.

Volume Chapter Section Page Additional Reference
For information on toll rates, please see FUND3 of the Frequently Received Comments and
1 3 3.7.1 3-18to-19 Ch. 5, Sec. 5.3.23 Responses on the Supplemental Draft EIS, located in Part 1 of Attachment Q.
MANAGED LANES, TOLLING _ _ _ _ _
The SDEIS does not discuss potential tolling costs, which would allow the impacted public to be informed of Attachment A, Alternative Maps in the Final EIS includes access points to the managed lanes and
the fees they might anticipate for use of managed lanes. It is noted that p. 3-19 indicates “pricing and lane transitions at each project termini.

policies” will be made explicit in the EIS.
I The Stecle Street/Vasquez Boulevard interchange is included in the Preferred Alternative as described

i 25 slhien e atadie (5 et nitetiur i e e &1 Lnis 6 el volkifou vetr s uarge Lalse: f el e ues in the Final EIS. For information on the Steele Street/Vasquez Boulevard interchange, please see PA6

potent|§I prlcmg.scenarlos for managed lanes (current examplt'as of one-way tolling across the country, of the Frequently Received Comments and Responses on the Supplemental Draft EIS, located in Part

depending on miles/length of travel, toll segment and congestion level range from $0.20 to $9.00) and

o . ; o 1 of Attachment Q.

indicate how pricing may be related to vehicle type. It should also indicate the aspects of managed lanes

that will be locked into the 2016-2021 Transportation Improvement Program (TIP) or other appropriate TIP, . o . . .

such as BRT, HOV, HOV+, SOV, ZEV and the associated air quality benefits. A key component of the Partial Cover Lowered Alternative is the design of an offsite drainage system
to capture the urban overflow reaching I-70. The design of the offsite system will protect the lowered

“_ The separate study that will evaluate the pricing and policies for the managed lanes should give priority to 1-70 and reduce existing drainage problems north of I-70. Mitigation of groundwater will be a final
reduce impacts on air quality and provide equitable access across all income levels. Low-income residents of design consideration.

these neighborhoods and the region will bear a larger financial burden from the managed lanes relative to
family budget. Please specify any monetary or other incentive options available for using managed lanes for
residents impacted by the project, this could include allowing residents of Globeville, Elyria and Swansea to
have FREE, not just subsidized, access to the managed lanes to facilitate neighborhood connectivity.

The EIS document should identify exactly how many (and where) access points to the managed lanes will be
throughout this study area. There is language in the EIS that indicates access for low income residents. For
this to truly benefit low income residents of the Globeville, Elyria and Swansea; there would need to be an
access point to the managed, HOV, HOV+ lanes.

The EIS must show how the traffic from managed lanes will terminate on I-70 as it approaches the
mousetrap interchange at I-25 and provide information on air quality and congestion impacts as west-bound
I-70 narrows from five lanes to three lanes to two lanes as it crosses 1-25.

1 3 3.73 29
“— Based on our review, the removal of the access at Steele/Vasquez creates adverse traffic impact to 46th
Ave. and Steele/Vasquez.
1 3 3.7.3 3.23 Ch.5, Sec. 5.14.6 & 5.17

LOWERED ALTERNATIVES, DRAINAGE:

There are major concerns with constructing the lowered alternative as to effective mitigation of
“_ groundwater and drainage & detention impacts from surface runoff.

If a lowered alternative is selected, CDOT must guarantee the mitigation will solve drainage problems
impacted by this project.
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Document Number: 785

Section Additional Reference

Chapter

1 3 3.7.3 30

The PCL Modified Option proposes a pedestrian/bike only crossing on Josephine St. Need evaluation to
investigate impact and provide needed design modification to the surrounding roadways to accommodate
the increase in traffic.

1 3 3.8

Bullet #2 under "variations under consideration" lists "Highway cover." This is unclear. Please clarify if this is
the highway cover described in the Basic Option, the "second cover" described in the Modified Option, or if
it is referring to both.

1 3 3.8 33-34

The FEIS should note that there is still an opportunity for a second cover with highway access at
Steele/Vasquez.
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Responses to Comments

The Partial Cover Lowered Alternative evaluated in the Final EIS includes vehicular traffic on both
York and Josephine.

Language in Chapter 3, Summary of Project Alternatives in the Final EIS has been included to clarify
this topic for the updated Partial Cover Lowered Alternative.

Nonpreclusion of the second cover is discussed in Chapter 3 of the Final EIS.
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Volume Section Additional Reference

Chapter

Page

3.81 3-33 Ch.4 &5, Sec. 4.3 & 5.4, Pg. 4-8,

4-27,4-51, 5-13

Truck routes that minimize traffic and pollution on Swansea, Globeville and Elyria neighborhoods, as well as
on Cole, Clayton, Skyland and Whittier neighborhoods, is strongly supported by residents. They should be
implemented before I-70 construction begins to prevent additional truck traffic through these
neighborhoods. As the Health Impact Assessment (HIA) for Globeville, Elyria and Swansea indicates, the
highway access brought more industrial activity into GES neighborhoods. The combined highway and
industry impacts resulted in increase public health risk due to decreased in air quality. Exhibit 4-8, Existing
Truck Routes, on page 4-8, documents that there are numerous other truck routes in the area including
Brighton Blvd. and Colorado Blvd.

CDOT has indicated (although it is not reflected in the SDEIS) the I-70 and Steele/Vasquez interchange will
not be closed, in order to accommodate truck traffic. How will keeping the interchange open for truck traffic
benefit the residents? What is the anticipated traffic count for trucks? What is the analysis of impact on air
quality? Will residents of an environmental justice community see a further deterioration in air quality and
negative noise impacts? Is there an analysis of impact of providing trucks improved access to Colorado Blvd.
on other streets?

The study must assess the magnitude of the changes to the truck routes in the Elyria and Swansea
Neighborhoods, especially related to the removal of York interchange. CDOT should cross reference and
follow the recommendations of HIA and the Globeville and Elyria - Swansea neighborhood plans to minimize
impacts of truck traffic through residential areas. CDOT must indicate how trucks will navigate through the
local network, indicate all associated impacts and how they will be mitigated and ensure that truck routing
avoids school zones and residential areas. This should also include working with the City of Denver to
coordinate and financially support improvements of truck routes away from residential areas. Also, the EIS
should include directing non-local truck traffic off of I-70 through this corridor and signage should be used to
discourage trucks coming into the neighborhood. Furthermore, a Good Neighbor Agreement should be
implemented during the construction period to define truck routes. While the City is open to working with
CDOT to support mitigation, CDOT is responsible to reduce neighborhood impacts from truck traffic
increases and rerouting.

Also, radioactive materials, poisons and A5 explosives are already prohibited at all times and Flammable
liquids and LP gas prohibited during peak hours. All options should continue these same restrictions. Denver
Local Emergency Planning Committee (LEPC) should petition the Colorado State Patrol to approve
continuation of this designation.
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Responses to Comments

The concerns presented in this comment have been adequately addressed in the Final EIS. For
information on truck traffic impacts on adjacent neighborhoods and air quality in the project
area, please see TRANS9 and AQ3 of the Frequently Received Comments and Responses on the
Supplemental Draft EIS, located in Part 1 of Attachment Q.

The removal of the York Street interchange has been included in the traffic analysis.
CDOT will continue to coordinate with Denver regarding truck traffic during construction. For

information on rerouting truck traffic, please see TRANSS of the Frequently Received Comments and
Responses on the Supplemental Draft EIS, located in Part 1 of Attachment Q.
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I-70 East Final EIS

Supplemental Draft EIS Comments and Responses

: : : . Denver Mayor Michael B. Hancock and
Source:  Submittal Name: Department of Public Works

Volume Chapter Section Additional Reference

1 3 3.8.1 3-34to 35

It is stated that the roundabout option in the Build Alternatives to provide improved operations as
compared to the signalized interchange. Based upon our review, the roundabout will likely have worse
operations and more limited capacity than the signalized options. A failure of the roundabout would create
significant queuing on Vasquez Blvd. north of I-70 and on WB 46th Ave. Due to severely high levels of traffic,
the non-signalized crossing in the roundabout option will discourage pedestrian movement and make it
unsafe due to extremely high levels of interaction with traffic. Also, additional notes should be added in
paragraph 5 regarding the benefits of the traffic signals to include enhanced ability and flexibility to address
potential future congestion.

1 3 3.8.2 35

The description of the Basic Option and Modified Option include the specific length of the highway cover
between Clayton St. and Columbine St, but only provides general descriptions of variations using the terms
"substantially extended" and "minimally extended." These variations should be described in more detail to
clearly evaluate pros and cons of the variation options.

1 3 3.8.2 35

In the last paragraph on page - description of second cover states "it may also pose air quality impacts and
may result in violation of regional air quality standards." This reads negatively and does not objectively
describe what air quality impacts may need to be address with two covers. Provide more detail as a basis for
this statement and a more thorough explanation.

1 3 3.83

The discussion on the frontage roads should include that one-way frontage roads provide better operations
then a two-way frontage road system.

1 3 3.11

In its discussion of property acquisitions needed for the various alternatives, CDOT omits any discussion of
the CCOD property, including right-of-way, that would be needed. At present, CCOD owns the right-of-way
to 46th Ave. under the viaduct, as well as other property that would potentially be impacted by the different
alternatives. Acquisitions of CCOD-owned property should be considered in CDOT's analysis.

1 3 3.11 41

The FEIS must address the economic development opportunities and urban design elements of the preferred
alternative.

1 3 3.11 42

Neighborhood cohesion:

This section lacks clarity, does not define neighborhood cohesion and mainly focuses on the dominant visual
barrier. Please provide a definition for neighborhood cohesion and state how the PCL accomplishes this with
a more detailed description of specific design elements in additional to the visual barrier.

Protecting the Present Building the Future
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Roundabouts have been eliminated from the Preferred Alternative in the Final EIS.

The discussion regarding highway cover variations has been updated in Chapter 3, Summary of
Project Alternatives in the Final EIS.

Text has been revised to say “Although a second cover is not included as part of the Preferred
Alternative, the design of the highway does not preclude construction of a second cover at a later
date.” Air quality is no longer discussed in relation to the second cover. However, air quality would
need to be analyzed if a second cover is pursued by others in the future.

The text was revised to reflect this.

Existing right-of-way that would be needed from Denver is documented in the right-of-way plans to
be prepared for the project. CDOT is coordinating with Denver regarding right-of-way needs.

Future planned development included in the DRCOG model is a part of the alternatives evaluation
process. Planned development is also included in the Land Use Section and the Cumulative Impacts
chapter of the Supplemental Draft EIS and Final EIS. The purpose and need of the project is to
address safety mobility, access, and congestion for the interstate - not economic development.

Attachment O, Aesthetic and Design Guidelines in the Final EIS was developed during the EIS
process with Denver and the community, will be used during final design to help CDOT identify
appropriate aesthetic design elements to ensure compatibility within the community and each
viewshed. CDOT is committed to following the guidelines and continued community involvement
during final design and construction.

Chapter 3, Summary of Project Alternatives in the Final EIS was updated to address this comment.

For more information on neighborhood cohesion, please see Section 5.2, Social and Economic
Conditions in the Final EIS.

January 2016
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I-70 East Final EIS

Supplemental Draft EIS Comments and Responses

Source:

Submittal

Denver Mayor Michael B. Hancock and

Document Number: 785 | Name

Section

Department of Public Works

Volume Additional Reference

Chapter

1 3 42

EJ Mitigation measures - Additional 0.4 acres for school facility number should be clarified and cross checked
with acreage stated on the bottom of Page ES-17. These references should also clarify how much of the
expanded school area will be on the cover, if applicable. It's important to know if the cover will be
considered school area or a park that can be used by the school.

1 3 3.11 42

Neighborhood cohesion:

3.11

Since the PCL alternative "eliminates some local north-south connectivity," additional north-south
connections should be considered as design continues to support north-south connectivity.

1 4 4.1 4-2 Ch.5, Pg.5.3-2

CDOT stated mitigation measures are insufficient to mitigate the high and adverse impacts on the low-
income and minority populations. CDOT owned land in the Elyria and Swansea neighborhoods presents
incredible economic development opportunities for neighborhood - serving businesses and jobs.

1 4 4.1 4-2 Ch.5, Pg.5.3-2

Existing local connectivity — mentions 18 roadways within the study area between Washington St. and Tower
Rd., but when this section refers to streets under |-70 that provides critical north/south access for Swansea
and Elyria neighborhoods, it does not quantify the number of streets that provide the limited access they
currently have. The connectivity of the Elyria and Swansea neighborhoods will see fewer connections with
this highway project under both PCL Alternative and Modified Option.

This section should quantify the exact number of streets under I-70 that provide critical north/south access
for Swansea and Elyria neighborhoods, same as it did for the number of streets that have I-70 connectivity
within the study area between Washington St. and Tower Road.

1 4 4.1 4-3

The sale and vacation of 46th Avenue is a process that will need action/approval by Denver City Council.
CDOT and CCOD should explore opportunities for land exchanges near the I-70 and Vasquez interchange
that would encourage economic development for these low income neighborhoods that have struggled to
secure neighborhood —serving businesses such as a grocery store.

1 4 4.1 9

The study must provide information on the existing safety conditions on the major local roads within the
impacted study area as defined in Exhibit 4-1. Documenting existing local safety issues is essential for the
project team understand safety impacts from any alternatives that may divert traffic from I-70 to the local
network.

1 4 4.2

Current trend lines around the United States indicate a slowing growth rate in Vehicle Miles Traveled (VMT).
How does the Denver Regional Council of Governments (DRCOG) model adjust for changes in projected VMT
growth rates, Transportation Demand Management (TDM) programs, and other VMT reduction measures?
A sensitivity analysis for the future traffic projections should be provided and discussed with the CCOD.
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Responses to Comments

Section 5.2, Social and Economic Conditions in the Final EIS provides updated acreage of the
mitigation measures for the impacts to the Swansea Elementary School playground for each
alternative.

The Preferred Alternative’s cover provides a shared space for the community and the school. For
information on the features of the Preferred Alternative highway cover, please see PA4 of the
Frequently Received Comments and Responses on the Supplemental Draft EIS, located in Part 1 of
Attachment Q.

The Partial Cover Lowered Alternative maintains the existing north/south street network as discussed
in Chapter 3, Summary of Project Alternatives in the Final EIS.

The study shows that the mitigation measures alleviate impacts to low income and minority
populations. Therefore, it is concluded that there is no high and adverse impact to environmental
justice communities after mitigation. The disposal of excess right of way will be determined at a later
date. For more information, see Section 5.3: Environmental Justice in the Final EIS.

Section 4.1 has been expanded to quantify the number of north-south connections for Elyria/Swansea
neighborhoods.

CDOT is working with Denver on the purchase of needed Denver right of way. At the end of the
project, after all construction has been completed, CDOT will make a determination as to what
excess Right-of-Way it may have along the 1-70 East corridor that it does not need for transportation
purposes. With the approval of FHWA and the CDOT Transportation Commission, such parcels can
be declared excess right-of-way. CDOT has procedural requirements as to how to dispose of excess
right-of-way. In addition, depending upon whether or not a parcel of excess Right-of-Way is usable
as a standalone parcel will dictate which parties may have a right of first refusal. If multiple parties
submit competitive bids for excess parcels, CDOT will typically select the highest bidder as the
purchaser.

CDOT is working with Denver to ensure the local road network near [-70 meet current safety
standards.

The concerns presented in this comment have been adequately addressed in the Final EIS. For
information on how the traffic forecasting model was determined and used for this project and
consideration of changes in driving patterns, please see TRANS5, TRANSS6, and Trans 11 of the
Frequently Received Comments and Responses on the Supplemental Draft EIS, located in Part 1 of
Attachment Q.

A-38
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I-70 East Final EIS

Supplemental Draft EIS Comments and Responses

Chapter Section Additional Reference

1 4 4.2 20

Significant commercial and industrial development is expected to occur in the next twenty five years on DIA
property under the Airport City Concept. DIA has submitted estimated employment figures associated with
this development to DRCOG for their 2040 model. DIA would recommend that this DEIS take into account
those estimated employment figures.

1 4 42,432

The City and County of Denver (CCOD) is concerned about several aspects of the models used to project
future traffic, which in turn result in the identified need for the number of lanes on I-70. In particular, CCOD
is concerned how the future price and availability of fuel will affect the amount of people and goods
traveling on I-70 over the next 20 years. Several research projects have touched on the topics of peak oil
production and the price elasticity of fuel and its impact on people’s driving habits, including the September
2008 American Public Transportation Association report titled “Rising Fuel Costs: Impacts on Transit
Ridership and Agency Operations” and the November 2013 World Energy Outlook published by the
International Energy Agency. However, the models used to project future I-70 traffic have not factored in
potential significant changes in travel behavior, as optional scenarios based on these variables are not
considered in the DRCOG model that is the basis for the I-70 modeling. The Executive Summary of the
March 2010 “Interim Guidance on the Application of Travel and Land Use Forecasting in NEPA” published by
the Federal Highway Administration is clear that the document is just that—guidance and strictly
voluntary—and therefore allows for flexibility as to the type of traffic model to be used. As such, CCOD
requests that CDOT, working with CCOD, develop a sensitivity analysis of the I1-70 models to evaluate the
potential effect of various fuel availability/price scenarios on projected future traffic. CCOD also requests
that CDOT provide research that supports the assumptions that are built into the existing models in the area
of future fuel impacts on travel patterns, as well as research that might refute those assumptions. Finally,
CCOD requests CDOT to disclose what other traffic projection models would be reasonable to use in this
project, given the inherent flexibility in the NEPA guidance.

1 4 4.3

CDOT must indicate how 29,200 to 36,400 vehicles will navigate through the local network, indicate all
associated impacts, and demonstrate how these impacts will be mitigated.

Even though the horizon year of 2035 is used to project volumes for the Final EIS, sensitivity analysis
was conducted to compare these to the 2040 DRCOG model. Results showed that the volumes were
comparable and that any differences in the employment projections can be accommodated with the
existing design. For information on the sensitivity analysis that was completed, please see TRANS9
of the Frequently Received Comments and Responses on the Supplemental Draft EIS, located in Part
1 of Attachment Q.

The concerns regarding the traffic modeling have been adequately addressed in the Final EIS. For
information on how the traffic forecasting model was determined for this project, please see TRANSS
of the Frequently Received Comments and Responses on the Supplemental Draft EIS, located in Part
1 of Attachment Q.

Peak oil is a term that refers to the global peak in oil production, which occurs when the amount of oil
produced worldwide reaches a peak and starts declining. Predictions for when this peak will occur are
controversial and range from now to 2035 and beyond. This decline in oil production does not signify
‘running out of oil’ but it does mean the end of cheap oil, which will have worldwide consequences.

Fuel prices have an impact on transit ridership. However the price of fuel is not consistent enough to
use it as a reliable source for traffic capacity predictions.

The decline in driving patterns has been considered when performing the traffic analysis. For
information regarding consideration of changes in the driving patterns, please see TRANS11 of the
Frequently Received Comments and Responses on the Supplemental Draft EIS, located in Part 1 of
Attachment Q.

The screenline volumes for the area within Elyria and Swansea include the roadways displayed
in Figure 4-16 of the Supplemental Draft EIS (Brighton Boulevard, 46th Avenue, and 47th/48th
Avenue). These volumes are bidirectional daily volumes on all three of these routes. The peak hour
volume (approximately 1,700 vehicles per hour) is well within the capacity of these roadways.
Updated numbers are available in Chapter 4, Transportation Impacts and Mitigations of the Final EIS.

: : : . Denver Mayor Michael B. Hancock and
Source:  Submittal Name: Department of Public Works
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I-70 East Final EIS

Supplemental Draft EIS Comments and Responses

Source:  Submittal

Name Denver Mayor Michael B. Hancock and

Document Number: 785

Department of Public Works

Volume Section Additional Reference

Chapter

1 4 4.3

Prior to the construction of I-70, residents in the community had an at-grade railroad crossing at or near
47th and York for east/west connectivity. In the present situation, that connectivity has been compromised,
as people wanting to drive, walk, or ride a bicycle east/west in that vicinity have to make a circuitous route
down to 46th Ave. and back through numerous stoplights. With the proposed PCL, this will be further
aggravated as a result of the separation of east and westbound 46th on either side of the lowered I-70. As a
result of this changed access to I-70, there will be an adverse impact on circulation within and between
communities both during and after construction. Exhibit 4.-43 shows a 300% increase in east/west volumes
between Steele and York, which validates this conclusion. The only existing through roadway in this section
is 46th Ave. Based on these projected volumes and impacts a mitigation should be determined to address
the need for additional east/west multi-modal connectivity north of I-70 between Steele and York, to
Brighton Blvd. This connectivity should be in the general vicinity of 47th and York, and may include some
form of grade separated crossing for vehicles, and a separate grade separation for pedestrians and bicycles.
CCOD would like to work with CDOT and the communities between the SDEIS and the FEIS to develop the
most appropriate and cost effective solution, which would be incorporated into the FEIS.

1 4 4.3

CCOD sees opportunity for community revitalization in the area of the existing Steele/Vasquez interchange.
The current interchange has a large footprint on what would otherwise be developable land, and has direct
impact on the adjacent residents. An opportunity exists for this area to be a catalytic feature of revitalizing
the surrounding communities. As more modeling information has become available through CDOT’s I-70
DynusT model, CCOD has further evaluated interchange options at Steele/Vasquez and Colorado Blvd. and is
concerned that neither PCL option presented in the SDEIS is adequate—either the split diamond
configuration shown between Steele/Vasquez and Colorado Blvd., or the full diamond configuration at
Colorado Blvd. with no access at Steele/Vasquez. COCD believes that the configuration of these
interchanges and their access to I-70 have a direct impact on the health of the community, direct impacts of
truck traffic on communities south of 1-70, safety on the highway, the amount of land available for
development, pedestrian and bicycle mobility, and the level of service of intersections, ramps, and streets
that are part of the interchanges. CCOD would like to continue to work with the surrounding
neighborhoods, CDOT, and as appropriate adjacent cities and counties to develop access as appropriate at
these interchanges that maximizes the efficiency of ingress and egress, preserves the ability to consider a
second cap over the highway, maximizes the potential to develop land in the area of the Steele/Vasquez
interchange, supports the surrounding business community, is consistent with the desires of our neighboring
entities, and minimizes the amount of truck traffic in the communities. CCOD believes that a better
performing alternative for access at these interchanges can be developed jointly and with public input and
be incorporated into the FEIS.

1 4 23

Based on our review, the removal of the York St. interchange will cause significant adverse impact to the
surrounding local roadways. Additional evaluations are needed to provide local connections at York to help
relieve congestion.

4.3
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Responses to Comments

Changes to 47th and York interchange are outside of this project’s scope. For information on changes
to the 47th Avenue and York Street intersection, please see TRANS3 of the Frequently Received
Comments and Responses on the Supplemental Draft EIS, located in Part 1 of Attachment Q.

The Steele Street/Vasquez Boulevard interchange is included in the Preferred Alternative as
described in the Final EIS. For information on the Steele Street/Vasquez Boulevard and Colorado
Boulevard interchanges, please see PA6 of the Frequently Received Comments and Responses on the
Supplemental Draft EIS, located in Part 1 of Attachment Q.

CDOT will continue to work with Denver on the access configuration at Steele Street, Vasquez
Boulevard, and Colorado Boulevard and the disposal the right-of-way that remains after construction.

Chapter 4 of the Final EIS provides additional detail on the traffic analysis based on the removal of
the York Street interchange.

A-40
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Supplemental Draft EIS Comments and Responses

Source: Submittal Document Number: 785 | Name

Denver Mayor Michael B. Hancock and
Department of Public Works

Additional Reference

Volume Chapter Section

1 4 4.3 28

While adding shoulders to the reconstructed viaduct may not address congestion related safety problems it
will improve safety during other times of the day. The FHWA clearing house has a Crash Modification Factor
(CMF) for shoulders on freeways and CDOT needs to acknowledge and quantify that in the study.

1 4 43 28

How do any of the build alternatives address safety concerns on the local street network within the
impacted area? The FEIS should document how the build alternatives improve or degrade safety on the local
network.

1 4 4.3.2

To prevent traffic backups, the connection from I-70 to I-25 may need additional capacity. CDOT should
reevaluate the traffic loads to address this issue and mitigate accordingly.

1 4 4.3.2 Exhibit 4-30

This chart indicates significantly higher peak hour congestion for EB traffic then what is shown in Exhibit 4-
29. The changes between the Basic PCL and Modified PCL are mainly on the local network system and should
not have this type of impact on the freeway system.

1 5 5.1

An infinite silt reservoir is assumed that increases with increasing traffic. As a result, the predicted values are
expected to be conservative. Please clarify.

1 5 5.1 5.10-2; 5.10-9
to -10; 5.10-34;
Exhibit 5.10-24

on pg. 5.10-45.
AIR QUALITY/NEW PM2.5 STANDARD:

SDEIS does not discuss the Dec. 14, 2012 revision of the primary annual standard for PM2.5 from 15 pg to12
ug/m3; or review area PM2.5 values, such as the Commerce City monitor at 8.2 pg/m3 annual mean 3-yr
average (2012 Annual Report, CDPHE AQCD). It does not discuss the potential for near-highway and project
impacts to exceed the new standard or, if appropriate, mitigation strategies specific to PM2.5. This is
particularly important as Vol. 3, Attachment 7 at 7.3.1 indicates increasing PM10 and PM2.5 emission
inventories after 2025-2030 “as vehicular travel growth overtakes the technology-based emission
reductions”.

The EIS should address the new primary annual PM2.5 NAAQS; review recent PM2.5 levels and forecast
appropriate background levels of the project consistent with the revised PM2.5 NAAQS; and assess impacts
of the project on maintaining PM2.5 attainment.
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The benefits of shoulder widening have been discussed in further detail in Chapter 4 of the Final EIS.

The Final EIS includes modified text to reflect the safety improvements gained by improved shoulder
widths.

CDOT is working with Denver to ensure the local road network near I-70 meets current safety
standards.

The 1-25 and the 1-25/1-70 interchange have been included in the traffic analysis. The analysis
presented in Chapter 4 shows the congestion the interchange causes on I-70. No improvements are
proposed at this interchange as a part of this project.

The chart has been updated to reflect the refined Partial Cover Lowered Alternative.

XA Clarification on the “infinite silt/s and reservoir” and its relationship to VMT is discussed in
Attachment J, Air Quality Technical Report in the Final EIS. The new EPA guidance on background
concentrations was used for the Final EIS and also noted in the text.

The air quality concerns have been adequately addressed in the Final EIS. For information on
transportation-related pollutants, including PM2.5, NO2, CO, and PM10, please see AQ2 of the
Frequently Received Comments and Responses on the Supplemental Draft EIS, located in Part 1 of
Attachment Q.

The NAAQS for PM2.5 were correctly identified in the Air Quality Technical Report, Attachment

J to the Supplemental Draft EIS. CDOT, FHWA, CDPHE, and EPA have all coordinated regarding
analysis needs, specifically including the pollutants for which there is a local air quality concern. The
identification of the need to model hotspots specifically excluded PM2.5, because this pollutant has
never been a pollutant of local air quality concern in the Denver Metropolitan area and all monitoring
for these pollutants show concentrations well below NAAQS standards. The comment’s reference

to EPA’s standards about PM2.5 does not demonstrate that they are localized concerns with NAAQS
likely to be violated in the Denver area. This is particularly the case where the emissions inventories
for the 1-70 East corridor show large reductions in PM2.5 tailpipe emissions. For example, the
emissions analysis shows that PM2.5 emissions will drop from 0.74 tpd in 2010 to 0.37 tpd for

the No-Action Alternative or 0.38 tpd for the Partial Cover Lowered Managed Lane Alternative in
January. The pollutant inventories account for increases in VMT. Further, the difference between the
No-Action Alternative and Partial Cover Lowered Managed Lanes Alternative was only 2.7 percent
for PM2.5 emissions in 2035.

January 2016
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I-70 East Final EIS

Supplemental Draft EIS Comments and Responses

Source:  Submittal

Denver Mayor Michael B. Hancock and

Document Number: 785 | Name

Department of Public Works

Section Additional Reference

Chapter

Volume

Entire Sub-
Chapter

AIR QUALITY, MODELING:

The SDEIS does not indicate neighborhood/near-road modeling other than what is presented on hotspot CO
and PM10. Denver’s Air Quality/Air Toxics modeling at neighborhood and near-road scale should be applied
to assess expected air pollution impacts and conditions of the proposed I-70 east project. This should
include projection of conditions at near term, mid-term (2020s) and out to planning horizon(s)
(2030s/beyond).

The EIS should contain outcomes from Denver Air Quality/Air Toxics modeling that explore impacts of
structural project features including depressed roadway, Swansea and other covers, and walls and barriers
both hard and soft (vegetative). Further exploration of widened highway/added lanes and of transportation
demand/congestion mitigation measures such as BRT, HOV and other managed lane features would be ideal
as well. Outcomes should be reported for near, mid- and long-term.
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Responses to Comments

(@A Near-road modeling was conducted for CO and PM10 because these two are the only pollutants of
concern in the region, for which it was required to confirm that the health-based NAAQS would not
be exceeded by contributions from the project.

With regard to MSATS, the information presented in the Supplemental Draft EIS demonstrates that
MSAT emissions at the Study Area level will be much lower in the future. The U.S. Environmental
Protection Agency’s MOVES model also predicts lower mobile source air toxics in the future;
therefore, it can be logically assumed that these emissions will be lower in the near-road
neighborhoods as well. Benefits of Tier 3 mobile source rules will not be modeled. The updated
“Good Neighbor Study,” which looks into the issue of MSATs in more detail, is referenced in the
Final EIS. The near-road modeling that was conducted for CO and PM10 does include the effects of
the depressed roadway section and the cover(s), but there is no way in the currently-accepted models
to account for the effects of walls, trees, and other barriers.

Near-road emissions are not relevant in the context of MSAT health effects, which are based on 70-
year exposure. Study area MSAT analysis is a better indicator of changes in 70-year exposure. Also,
AERMOD results for PM10 are representative of the impacts of any pollutant, i.e., if an alternative
has lower AERMOD (not total) concentrations for PM 10, it would also have lower concentrations for
MSATs or any other pollutant.

A-42
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Supplemental Draft EIS Comments and Responses

Source: Submittal Document Number: 785 | Name

Denver Mayor Michael B. Hancock and
Department of Public Works

Page Additional Reference

Volume Chapter Section

Entire Sub-
Chapter, Exhibit
5.10-24 at 5.10-

45, potential
impacts and
strategies.

1 5 5.1

It is stated that, "air quality monitoring will be conducted in the area during construction to evaluate the
mitigation measures used to decrease impacts." However, there is no mention of when the air quality
monitoring will begin. It is important to establish a baseline for the air quality PRIOR to construction to be
able to identify whether there has been an impact to air quality and thus whether the mitigations measures
have been successful. Add that monitoring will be installed ahead of construction with a sufficient lead time
(suggest 12 months) prior to establish a sufficient baseline. Swansea Elementary School, location for
previous CPDHE monitoring, may be a suitable location. Findings should be compared with results from
CDPHE’s near-road monitors on [-25.

A monitoring station at Swansea School capable of providing information on a full suite of potential
pollutants during construction into highway usage for the foreseeable future for the following parameters
(pre-construction, during construction, and post-construction):

* NOx (oxides of nitrogen);

e NO2 (nitrogen dioxide);

® PM2.5 (particulate matter 2.5 micrometers);
® PM10(particulate matter 10 micrometers);

¢ CO (carbon monoxide);

e Black Carbon (continuous monitored);

e Meteorology.

Potential (leveraging existing assets):
* BTEX (benzene-toluene-ethylbenzene-zylene);
¢ Ultrafine Particles or estimate thereof by correlation to Black Carbon

During construction, particulate matter (PM10 &/or PM2.5, as appropriate) measurement should include
analyses of toxic metals content as related to contaminants of concern from hazardous materials disturbed

within the project footprint.
1 5 5.1 Exhibit 5.10-13

In text explaining exhibit 5.10-13, it is important to point out that the hot spot analysis assumes an at-grade
location. This may be conservative when compared to the depressed PCL options, which should be stated.

1 5 5.2

Suggest including a similar characteristic analysis section on families/households presents of children under
5, 6-18, and persons over 65 living in the same housing units and by neighborhood.
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For NEPA purposes, CDOT will require that the contractor perform air monitoring for PM10 in the
project vicinity to assess construction effects on air quality and ensure that construction work is not
producing unhealthy levels of dust in the adjacent community. With regard to MSATs mentioned in
the comment, there are no NAAQS against which to compare monitored levels for NEPA purposes.
It is also noted that the monitoring protocol was developed in consultation with multiple agencies to
ensure its sufficiency.

CDOT is developing a partnership with Denver Department of Environmental Health, supported

by the Colorado Department of Public Health and Environment’s Air Pollution Control Division

to conduct an independent research project (not associated with the 1-70 East project) that will
demonstrate the emissions effects from a variety of pollutants at a stationary site located at Swansea
Elementary School. Various diesel component emissions, nitrogen oxides, some air toxics, and
particulate matter of varying fractions will be monitored to collect pre-construction baseline, during
construction, and post-construction emissions data. The program will attempt to collate monitored
emissions with construction activity near Swansea to assess 1) the contribution of highway
construction emissions to the environment at the school, and 2) the overarching air environment
associated with major highway construction.

In the revised modeling for the Final EIS, the Partial Cover Lowered Alternative was modeled as
below grade for a more accurate representation of the air quality effects.

The project team agreed to follow CDOT’s NEPA Manual in its analysis and it followed the version
available at the time of the analysis. The analysis presented in the Final EIS remains consistent with
the analysis in the Supplemental Draft EIS.

January 2016
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Supplemental Draft EIS Comments and Responses

Source:

Denver Mayor Michael B. Hancock and

Department of Public Works

Document Number: 785 | Name

Volume Section Additional Reference

Chapter

1 5 5.2

Add a summary sentence at the end of the first socioeconomic section: By every measure of socioeconomic
status discussed above, the Elyria-Swansea neighborhood is the most vulnerable of all the neighborhoods in
the project area. Since the 2008 EIS, there has been a significant increase in the number of Latino children in
the neighborhood (up 39% from 2000-2010). Children are particularly impacted by such environmental
impacts that will result from the I-70 reconstruction, such as noise. Noise has been shown to affect
children's quality of sleep and ability to concentrate and learn in the classroom.

1 5 5.2 36
SOCIO-ECONOMIC CONDITIONS, MAINTAINING CONNECTIVITY OF LOCAL ROAD NETWORK:

Residents without a personal vehicle might have to rely on public transportation to get to a grocery store,
rail stations, recreation facilities and other services, which are very important for the day to day necessities
of its residents and their overall quality of live. Potential changes to the character and access to 46th St.
could disrupt community mobility.

(Refer to Health Impact Assessment (HIA) for Globeville, Elyria and Swansea - Chapter on Access to Good
and Services: To be healthy neighborhoods need more than just healthy food. To address these issues one
way is to improve physical access by building complete streets, which enable safe access to pedestrians and
bicyclist, motorist, trucks and public transportations users of all ages. Physical barriers have long created
poor access to healthy, affordable food in GES. North south connectivity in crucial to residences due to
service such as the RTD commuter rail stations which are located south of the highway. These
neighborhoods are unique in that they are bisected by major highways and multiple railroad tracks.)

The EIS should allocate funds for the implementation of the safe-crossing on 47th and York. This
intersection is critical for residents of Elyria to access safely and timely those services in Swansea such as
schools, Focus Points, churches and Swansea Park. Swansea residents use this intersection to go to The
Grow Haus, the Valdez Perry Library and the National Western Center (NWC).

Mitigations should include the implementation of extra pedestrian and bike bridges across the highway to
give access by connecting the residents of the north of Swansea to services in the south and vice versa.

Maximize N-S connections between Brighton—Steele including ped/bike crossings.
1 5 5.2.2 5.2-2,line 3

Suggest the sentence should read the "...recovery is weak, uneven, and ongoing within this study area."
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Responses to Comments

CDOT is unaware of data supporting the listed statements. For information regarding human health
within the study area, please see Section 5.20, Human Health Conditions in the Final EIS. The section
was added after the Supplemental Draft EIS.

m The concerns presented in this comment have been adequately addressed in the Final EIS. For
information on consideration of multi-modal forms of transportation, walkability and bicycle routes,
changes to 47th and York intersection, and north-south connectivity please see TRANS1 through
TRANS 3 and PA9 of the Frequently Received Comments and Responses on the Supplemental Draft
EIS, located in Part 1 of Attachment Q.

The referenced section has been deleted in the Final EIS.
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Supplemental Draft EIS Comments and Responses

Source: Submittal Document Number: 785 | Name

Denver Mayor Michael B. Hancock and
Department of Public Works

Additional Reference

Volume Chapter Section

1 5 5.2.6

The number of households without access to a personal vehicle is disproportionately high in the Globeville,
Elyria and Swansea neighborhoods. The construction in the neighborhood will make it hard for residents to
get around due to detours and possible RTD schedule changes. As mitigation, CDOT could work with the City
and County of Denver and RTD to utilize a shuttle system to provide additional access and transportation
during the construction, to maintain the same level of service (i.e. frequency, availability, length of trip/time
and access to public transportation). Furthermore, CDOT should work with Denver Public Schools on the
coordination of “Success Express” bus stops for students to attend school and local recreation centers.

1 5 5.2.7

Please add a reference to the disruptive effects from long extended NEPA process resulting from the pre-
construction and construction on business activity and investment.

1 5 5.2.7 5.2-25

The residents of Globeville, Swansea and Elyria consider themselves three distinct neighborhoods. After the
construction of I-70, Denver designated Swansea/Elyria as an official administrative neighborhood. The
proposed taking of homes will disproportionately impact Elyria.

The EIS calculations should be done based on the impacts to Elyria because statistics based on Elyria
Swansea combined neighborhoods diminish the negative impact on the community of Elyria.

1 5 5.2.8

The discussion of food deserts should be modified from food deserts to ‘underserved areas’. It’s not only a
lack of a grocery store in an area that creates the condition; it is also low incomes and low vehicle ownership.

1 5 5.2.9
Delete any references to Johnson Recreation Center as this facility is closed.
1 5 5.2.9 5.2-25

Last paragraph states none of alternatives will impact Globeville neighborhood character and cohesion
because there are no relocations required. However, there are clearly existing and future impacts from I-70
to the character and cohesion for all of the GES neighborhoods, including Globeville. The text should
acknowledge the cumulative impacts on neighborhood cohesion and identify needed mitigations.
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CDOT will work with Denver, RTD, and DPS to minimize disruptions and maintain access
throughout construction.

IE¥H CDOT acknowledges this project is a complex project which has contributed to the duration of the
process.

The study uses Denver’s designated Elyria and Swansea neighborhood boundary to describe existing
social conditions and assist in the identification of impacts. The suggested change was not made.

The document follows the USDA’s definition of a food desert: Food deserts are defined as urban
neighborhoods and rural towns without ready access to fresh, healthy, and affordable food. Instead
of supermarkets and grocery stores, these communities may have no food access or are served only
by fast food restaurants and convenience stores that offer few healthy, affordable food options. The
lack of access contributes to a poor diet and can lead to higher levels of obesity and other diet-related
diseases, such as diabetes and heart disease.

The Final EIS has been updated to reflect this.
The character and cohesion of the Globeville neighborhood remains unchanged with the proposed

highway project. Cumulative impacts from other past, present, and reasonably foreseeable future
projects can be found in Chapter 6, Cumulative Impacts in the Final EIS.
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Responses to Comments
: : : . Denver Mayor Michael B. Hancock and
Source:  Submittal Name: Department of Public Works

The concerns presented in this comment have been adequately addressed in the Final EIS. For

Chapter Section Additional Reference information on widening the highway, human health, changes to Steele Street/\asquez interchange,
please see GEN3, AQ4, and PAG of the Frequently Received Comments and Responses on the
1 5 5 210 52.38 Supplemental Draft EIS, located in Part 1 of Attachment Q.

NARROW THE FOOTPRINT OF THE HIGHWAY: . . . . L .
The highway design has included multiple measures to minimize impacts to the adjacent

Considering the study (*) THE FUNDAMENTAL LAW OF ROAD CONGESTION: EVIDENCE FROM US CITIES Gilles neighborhoods. Efforts moving forward will continue to look for opportunities to lessen impacts from
Duranton, Matthew A. Turner Working Paper 15376, http://www.nber.org/papers/w15376 and other the construction and will consider potential design variances as appropriate.

examples, such the expansion of Highways 36 and I-25, one can deduce that expansion does not resolve
congestion. In this regard and to reduce further impacts to the communities of Elyria and Swansea, the
project should reduce the width of the highway in the residential areas within the section between Brighton
Blvd. and Colorado Blvd. (*This study concludes that by adding road capacity will not alleviate congestion on
any sort of major urban road or rural highway within metropolitan boundaries, because individuals drive
more when the stock of roads in their city increases. Having as a consequence that the welfare gains for
drivers of building more highways are well below the costs of building these highways).

The basic option expands the footprint to within 65’ of Swansea Elementary School and in all scenarios the
highway is moved too close to the school, increasing noise impacts and reducing air quality. As described in
Chapter 3, the Build Alternatives will more than double the width of the highway, taking it to 197’, as well as
add an additional four lanes of frontage road to the width, not included the 197’ tally. The EIS should
demonstrate that expanding the edge of I-70 155 feet and the outside of 46th Ave. 195 feet closer to the
school will not have a negative health impact. The partial covered lowered Alternative Modified Option
pushes the north edge of the highway 150 feet into the neighborhood. Hundreds of studies have
m_ demonstrated the adverse health impacts to those living within 500’ of a major roadway, particularly those
caused by diesel traffic to adults and children. A simple cover is not adequate mitigation.

The slip ramps will back up with traffic exiting at Vasquez trying to get off at Colorado Blvd. east bound.
Likewise, for traffic trying to get off at Vasquez traveling west bound, they have to exit at Colorado Blvd.
onto a slip ramp. The PCL Basic Option creates a split diamond for the Vasquez and Colorado exits that
creates yet further widening of the footprint of this corridor through these neighborhoods because of the
need for the slip ramps on the north and south side connecting Vasquez to Colorado Blvd. This option puts
more traffic within the footprint and will further impact with more air pollution and health problems for
these residents.

To protect the health of the neighborhood and Swansea Elementary School the footprint must be reduced
as much as feasible with a goal of 175 ft. This could be done in a number of ways — narrowing lanes,
reducing the number of lanes, providing east-west connectivity at other locations, removing on/off ramps by
closure of Steele/Vasquez and/or remove 46th Ave. on north side of highway. The close proximity to the
neighborhood must be mitigated and footprint narrowed to protect health of neighborhood and reduce air
quality and noise impacts.
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Supplemental Draft EIS Comments and Responses

: : : . Denver Mayor Michael B. Hancock and
Source: - Submittal Name: pepartment of Public Works

Additional Reference

Volume Chapter Section Page

1 5 5.2.13 43, and after

Most project-related economic...Construction activity and property acquisition will lead to changes in the
supply chain, customer access, and employee access; these changes will result in lower business sales,
higher employee turnover, increased costs, and reduced profits. The result is lower tax revenues through
sales/use taxes, property taxes (due to lost businesses or business capital), and other economic and fiscal
reductions.

1 5 5.2.14 5.4-6

Please add note regarding in progress/upcoming National Western Center Master Plan (currently under
development; adoption anticipated March 2015).

1 5 5.2.15

Please cut "However, as mentioned above...factory favorably." replace with "The loss of this company and
business activity would have a negative employment, business and fiscal impact on the community and
Denver. The tax revenue is substantial, and would result in both a loss of general fund for the city and
resources for Denver Public Schools to operate and staff local schools."

1 5 5.2.16 5.2-48, Exhibit
5.2-20

The numbers in the text and the table do not appear to match each other for the number of "jobs created".
Please verify and correct the values as appropriate. Also, verify the Job numbers in Exhibit 5.2-21.
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CDOT will work with businesses to maintain access during construction. Access to businesses
generally will improve because of the added lanes to I-70 and the resulting improvements in travel
time to and from businesses after construction. Signs and notifications will be used to reduce adverse
effects on access to homes, businesses, and services during the construction period. Proposed text will
not be added to the Final EIS.

IE¥A References to this document are included in Section 5.4, Land Use and Zoning and Chapter 6,
Cumulative Impacts in the Final EIS.

The text was removed that states local residents consider the factory an eyesore and will view
relocation favorably. However, the statement provided cannot be added as substantial, cannot be
quantified, nor can a direct connection to DPS to operate and staff local schools.

The numbers have been updated in the Final EIS.
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Source:  Submittal

Name Denver Mayor Michael B. Hancock and

Document Number: 785

Department of Public Works

Chapter Section Page Additional Reference
1 5 5.2.16,5.3, 5.3-11to 12
5.3.10

ENVIRONMENTAL JUSTICE — JOBS AND EDUCATION:

Creation of construction jobs is listed as a significant benefit for all alternatives and all economy sectors
including low-income and minority populations. However, no pathway is provided to enhance participation
from these populations. Because the educational level (Estimated % low income households, Exhibit 5.2-13)
in these neighborhoods is often not at the level needed for the jobs coming as part of the project,
educational enrichment initiatives are needed.

EIS should include provisions to assist in employment opportunities for local low-income and minority
populations including detail of how the investment in the education of area residents is a priority of the
project. A comprehensive and sustainable community enrichment initiative should include a robust
educational component that educates area residents including: comprehensive education programs, GED,
education/scholarship fund, technical school, internship/apprenticeship and jobs training programs, and
training subsidies. This should include a Job Center in the neighborhood. Job training programs for the
neighborhood should include but are not limited to: Place-Based Training, Soft Skills Development, and
Youth Jobs Program.

CDOT will host job fairs in the project area to provide opportunities for residents of the impacted
communities, including low-income, youth and minority community members, to apply for jobs created by
this project. Provide residents coaching, training and preparation to adequately compete for jobs presented
at the job fairs in 2015 and early 2016 before the job fairs so that the members of the neighborhood are
more competitive candidates and thus able to take advantage of the available jobs. Hold a targeted job fair
for youth to attain employment and internship opportunities. Among the youth that should be targeted are
those youth who have dropped out, have low academic performance, and live in low- income homes. CDOT
should commit to youth construction job training and set aside a certain number or a percentage of total
jobs for local neighborhood residents. The youth job training program could utilize local youth as interns and
teach them a particular trade (i.e. construction management). CDOT should institute a preferential scoring
system to ensure residents in the impacted construction areas are prioritized for job opportunities. Work
with the Denver Office of Economic Development to help coordinate job fairs, training and outreach to
residents and youth.

Include job training and employment goals in all contracts for companies receiving contracts on the project.
EIS should include provisions to assist in employment opportunities for local low-income and minority
populations. Examples include an employment outreach plan and program using jobs fairs as done by CDOT
for current US 6 reconstruction; working with local job skills building and placement entities; as well as
programs similar to the RTD WIN program. Hiring should be 20-25% from the local community, 80216, and
80205. Subcontractors should have detailed local hiring plan, including training and education as stated
above.
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Responses to Comments

Projects that use US DOT funds are subject to the requirements of CDOT’s OJT Program. The OJT
Program requires that contractors provide training hours to meet or exceed a goal set for the project.
The contractor must operate under a training program approved by FHWA. Though the program is
open to all, trainees are to be recruited among women and minorities as available according to census
data.

In addition to the requirements of the CDOT OJT program, CDOT is developing a strategic approach
that extends beyond job fairs to preparing and creating opportunities for individuals in the local
communities to obtain employment on the project. CDOT is currently collaborating with local
workforce centers to determine how CDOT might be able to leverage existing resources to maximize
workforce development in anticipation of the project. Once selected, the contractor will be expected
to comply with and develop innovative approaches to the development of the local workforce.

CDOT also has submitted an application for a US DOT pilot program that would allow the
Department to establish a geographic-based hiring goal for the Project. Without acceptance into this
pilot program, CDOT is otherwise prohibited from setting a local hiring goal.
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Supplemental Draft EIS Comments and Responses

: : : . Denver Mayor Michael B. Hancock and
Source: - Submittal Name: pepartment of Public Works

Chapter Section Additional Reference

1 5 5.2.17

In section 5.2.8, CDOT identified the Elyria/Swansea neighborhood as a food desert. CDOT should also
acknowledge that there are no full service grocery stores. In section 5.2.10, CDOT notes that the Revised
Viaduct Alternatives (both north and south) as well as the Partial Cover Lowered Alternative will displace
two of the seven markets and convenience stores in this neighborhood, further reducing access to food.
m— With regard to mitigation, CDOT indicates only that it is "researching contributions to GrowHaus programs
for access to free food." In the FEIS, CDOT should detail how it will mitigate this loss to the community with a
plan that will, at a minimum, maintain the existing level of access to food options within the community. In
addition to contributing to GrowHaus or other neighborhood-serving healthy food programs to expand
access to fresh food, CDOT should consider donating a remnant parcel for development of a grocery,
providing economic incentives to attract a grocery store, and/or developing community garden space.

1 5 5.2.17 5.2-52
RELOCATION AND REPLACEMENT HOUSING:

The number of families is not represented in the units lost. Retention of families in replacement housing.
Impact of “unknown” highway next steps on the first layer of housing around highway.

In 5.2-21 chart in existing bullet "CDOT is planning a replacement housing effort with partners such as
CRHDC, Denver Housing Authority and Denver Office of Economic Development to assist in housing
improvement loans and grant programs in the impacted area" and add a section: maximize housing
replacement (e.g. 3:1) for the number of units to be lost under the I-70 reconstruction is recommended to
make the neighborhood viable. The neighborhood’s viability was diminished during the initial I-70
construction and will be further diminished with the planned loss of additional housing units under any
proposed option.

The EIS should follow recommendations from the GES Housing Advisory Group comment and the “GES
Housing Replacement and Viability Study” that will give the details needed about the housing stock and
conditions; and provide proper evidence to the types, character and amount of housing that should be
replaced including Best Practices and leveraging opportunities. Develop single family replacement housing
where feasible. However, due to the lack of sufficient redevelopment opportunities for single-family homes,
the replacement housing may need to be more dense two, three bedroom, or larger multi-family, or multi-
generational development which will provide enough scale to protect the neighborhood’s viability and also
offer more affordable replacement housing options. Any CDOT-planned housing-related expenditure for
development of new housing opportunities or rehabilitation of remaining properties should be channeled
through the Denver Office of Economic Development, who will work with the Globeville/Elyria/Swansea
Housing Advisory Group and non-profit housing providers to provide an open, fair and more coordinated
process to complete housing redevelopment and rehabilitation in the affected neighborhoods. This will also
allow additional funding to be attracted for housing development opportunities.
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The document follows the USDA’s definition of a food desert: Food deserts are defined as urban
neighborhoods and rural towns without ready access to fresh, healthy, and affordable food. Instead
of supermarkets and grocery stores, these communities may have no food access or are served only
by fast food restaurants and convenience stores that offer few healthy, affordable food options. The
lack of access contributes to a poor diet and can lead to higher levels of obesity and other diet-related
diseases, such as diabetes and heart disease.

CDOT will provide funding to existing programs that facilitate access to fresh food to mitigate for the
loss of food options to the Elyria and Swansea community.

At the end of the project, after all construction has been completed, CDOT will make a determination
as to what excess right-of-way it may have along the I-70 East corridor that it does not need for
transportation purposes. With the approval of FHWA and the CDOT Transportation Commission,
such parcels can be declared excess Right-of-Way. CDOT has procedural requirements as to how to
dispose of excess right-of-way. In addition, depending upon whether or not a parcel of excess Right-
of-Way is usable as a standalone parcel will dictate which parties may have a right of first refusal. If
multiple parties submit competitive bids for excess parcels, CDOT will typically select the highest
bidder as the purchaser.

IEEA The number of families cannot be identified at this stage of the project.

CDOT has looked into providing funds for building additional affordable housing in the area. For
information on the replenishment of housing stock in the impacted neighborhood, please see PROP3
of the Frequently Received Comments and Responses on the Supplemental Draft EIS, located in Part
1 of Attachment Q. CDOT will provide a set dollar amount towards replacement housing rather than
commit to a certain ratio.
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Source:  Submittal

Denver Mayor Michael B. Hancock and

Department of Public Works

Document Number: 785 | Name

Section Additional Reference

Chapter

50 and 2.2-21
chart

1 5 5.2.17

Add bullet "Work with Denver OED to identify specific strategies to minimize impacts and business loss
during construction. Improve viability of businesses during and post-construction by working to understand
the likely resulting disruptions. Identify and interview all affected businesses when developing phasing and
outreach plans, provide information about available assistance, and develop a communication protocol for
providing information to businesses about construction activities and schedule."

1 5 5.2.17 50 and 2.2-21
chart

Add bullet "Provide excess CDOT-owned and remnant parcels for redevelopment, to assist in business
relocation and retention (of direct and indirect impacted businesses). Design improvements to provide
street access to remnant parcels and other potential development sites. Redevelopment sites should
support community investment efforts by CCOD, nonprofits, and community organizers and focus on high-
priority neighborhood needs, food co-op, recreation or community center, recreational and green spaces,
community gardens, new businesses that provide employment, and residential housing. "

1 5 5.2.17 50 and 2.2-21
chart

Add new bullet reading "Loss of businesses that provide access to groceries or healthy food need to be
replaced in the neighborhood. CDOT will work with CCOD to identify land of sufficient size to develop a
grocery store within the neighborhood. CDOT will also work with Denver OED to develop a marketing plan
and/or other incentives to attract a grocer to the neighborhood."

1 5 5.2.17 50, paragraph 8

& 5.2-21 chart

Current sentence reads "Holding urban design workshops to encourage local residents and businesses to
take part in designing and/or providing input, advice, and/or artwork on nonstructural design elements of
the highway (such as facades and noise walls)". Add sentence "The community would help develop
guidelines for public art that is meaningful to the community and/or uses neighborhood artists."

1 5 5.2.17 Exhibit 5.2-21

Add suggested mitigation that CDOT will work to procure goods and services from local businesses during
construction phases.
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Responses to Comments

Text was added to Section 5.2, Social and Economic Conditions in the Final EIS reflecting that the
construction requirements will require maintaining all public and private accesses and notify affected
businesses and landowners in advance.

At the end of the project, after all construction has been completed, CDOT will make a determination
as to what excess Right-of-Way it may have along the 1-70 East corridor that it does not need for
transportation purposes. With the approval of FHWA and the CDOT Transportation Commission,
such parcels can be declared excess Right-of-Way. CDOT has procedural requirements as to how to
dispose of excess right-of-way. In addition, depending upon whether or not a parcel of excess Right-
of-Way is usable as a standalone parcel will dictate which parties may have a right of first refusal. If
multiple parties submit competitive bids for excess parcels, CDOT will typically select the highest
bidder as the purchaser.

This bullet was not added to the Final EIS

CDOT does not envision itself as being the lead agency or funding source to accomplish the
development of a grocery store in the area.

CDOT will provide funding to existing programs that facilitate access to fresh food to mitigate for the
loss of food options to the Elyria and Swansea community.

This bullet was not added to the Final EIS

EXEH Acsthetic and Design Guidelines have been developed and included as Attachment O in the Final
EIS. This Section has been clarified.

CDOT cannot make this a requirement of the contractor.
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, : _ . Denver Mayor Michael B. Hancock and

The concerns presented in this comment have been adequately addressed in the Final EIS. For

Volume Chapter Section Additional Reference information on CDOT’s public involvement, access to meeting materials, and involvement of
Spanish-speaking community, please see OUT1 through OUT3 of the Frequently Received
1 5 5 3 Comments and Responses on the Supplemental Draft EIS, located in Part 1 of Attachment Q.

NEPA, Environmental Justice and Recommendations for Public Engagement

CDOT’s “open house” meeting format has not been effective in informing the public about the I-70 east
project, including its impacts, nor has it succeeded in making sure that residents’ opinions are considered. A
review of NEPA and Environmental Justice obligations and recommendations to change practices for
engagement with the community follow:

For information on impacts to Environmental Justice communities, please see Section 5.3,
Environmental Justice, of the Final EIS.

NEPA Process and Environmental Justice

The NEPA process includes consideration of actions that could disrupt or destroy the social fabric of a
community or sense of place. Adverse impacts include but are not limited to:

eBodily impairment, infirmity, illness or death.

*A change in air, noise and water pollution and soil contamination.

eDestruction or disruption of man-made or natural resources.

eDestruction or diminution of aesthetic values.

eDestruction or disruption of community cohesion or a community’s economic vitality.

eDestruction or disruption of availability of public and private facilities.

Governmental agencies should consider alternatives as to adverse impacts on minority, low-income or Tribal
populations; public comments and reactions about alternatives from these affected populations; and if a
disproportionately high or adverse impact is predominantly borne by these populations. Governmental
agencies should consider and weigh at least the following criteria:

m— eVarying levels of disproportionate and adverse effects on minority, low-income or Tribal populations.
eDistribution of disproportionate impact. Impacts that are distributed throughout a larger geographical

area tend to affect specific populations less.

eCumulative effects already being experienced by the community when evaluating the impacts. Consider
alternatives that mitigate impacts to the greatest extent practicable for the community.

The NEPA process for EJ Communities also includes:

eMeaningful opportunities for public participation throughout the project development process, including
activities to increase low-income and minority participation such as consultation with affected communities
to identify potential effects and possible mitigation measures, and improved accessibility to public meetings,
project documents and project decision-makers

*The degree to which the affected groups of minority and/or low income populations have been involved

in the decision-making process related to the alternative selection, impact analysis, and mitigation

*The types of outreach and involvement processes undertaken are responsive to the unique characteristics
of the community, including the comments and opinions of the minority and/or low-income populations

Specific Recommendations on Public Engagement:

To provide accountability to the community, CDOT should make available notes or transcripts of all public
meetings in English and Spanish on a timely basis.

CDOT and Denver should inform the residents of the options under discussion for the Steele/Vasquez & I-70
interchange. CDOT should additionally seek input from the community regarding the PCL options (including
Steele/Vasquez options, 47th & York railroad grade separation, drainage projects, and other improvements
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Supplemental Draft EIS Comments and Responses

Source:  Submittal

Denver Mayor Michael B. Hancock and

Document Number: 785 | Name

Section

Department of Public Works

Volume Additional Reference

Chapter

to the cover at Swansea School and throughout the neighborhoods) and regarding proposed mitigation
CDOT is considering and discussing with Denver, as decisions about these important features of this project
will have a direct and significant impact on the Community. CDOT and Denver should listen to and
incorporate public feedback on these matters.

Because CDOT’s public input process has not been effective in informing the community or obtaining
community input regarding the |-70 project, CDOT should conduct additional public meetings and provide
continued opportunity for the community to comment on the project. Rather than the open house style of
meetings CDOT has generally used, going forward, CDOT should use a traditional public meeting format that
provides opportunity for meaningful dialogue to help develop community consensus, such as: (1) speakers
sharing information with the entire audience and every one hearing the same message; (2) opportunities for
members of the community to offer comments at microphones for everyone to hear; and (3) transcripts or
notes from the meeting should be made available to the public in a timely manner to provide accountability
and allow everyone to follow the public input process, even if they cannot attend all meetings. In addition,
all meetings shall include Spanish translation.

1 5 5.3

In all build alternatives Elyria receives limited benefit from the lowered highway and cover and substantial
negative impacts; such as lost housing, air quality and overall neighborhood viability. Elyria is a small
historically separate neighborhood from Swansea and should have elements that benefit this neighborhood
specifically. Access in particular to the cover is limited due to the at-grade crossing at 47th & York. CDOT
should work with the City and the community to identify appropriate benefits and mitigation for these
residents.

1 5 5.3

Please consider recommendations from the Health Impact Assessment (HIA) for Globeville, Elyria and
Swansea, such as #14A "Improve connectivity and safety in School Zones. Improvements could include
analyzing current School Zones and making modifications as necessary, including Safe Routes to School best
practices. Improve education and outreach about safety in School Zones to residents, drivers and
schoolchildren, particularly in alignment with the upcoming I-70 reconstruction."

Responses to Comments

The study uses the Denver’s designated Elyria and Swansea neighborhood boundary to describe
existing social conditions and assist in the identification of impacts.

The concerns presented in this comment have been adequately addressed in the Final EIS. For
information on 47th and York Street, north-south connectivity, and project mitigation measures,
please see TRANS3, PA9, and IMP1 of the Frequently Received Comments and Responses on the
Supplemental Draft EIS, located in Part 1 of Attachment Q.

The Preferred Alternative highway cover improves connectivity and safety around the Swansea
Elementary School. CDOT will work with DPS and the community during construction to maintain
access and provide adequate signage/notification of detours.

Page 23 of 60
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Supplemental Draft EIS Comments and Responses

: : : . Denver Mayor Michael B. Hancock and
Source:  Submittal Name: Department of Public Works

Additional Reference

Volume Chapter Section

1 5 5.3 27
CONNECTIVITY — BIKE AND PEDESTRIAN OVER RAIL:

(reference GES LiveWell on walk ability)

One of the biggest issues in the neighborhood is that the majority of residents do not own a car. The design
of the project is directed to increase connectivity of cars. While the project does respond to pedestrians by
implementing sidewalks in all their crossings, there are not easy and convenient crossings besides the bridge
at Josephine on the PCL alternative, to pedestrians.

(Refer to Health Impact Assessment (HIA) for Globeville, Elyria and Swansea - Chapter on Access to Good
and Services: To be healthy neighborhoods need more than just healthy food. To address these issues one
way is to improve physical access by building complete streets, which enable safe access to pedestrians and
bicyclist, motorist, trucks and public transportations users of all ages. Physical barriers have long created
poor access to healthy, affordable food in GES. North south connectivity in crucial to residences due to
service such as the RTD commuter rail stations which are located south of the highway. These
neighborhoods are unique in that they are bisected by major highways and multiple railroad tracks.)

Maximize N-S connections between Brighton—Steele including ped/bike crossings. Due to more limited
number of bicycle and pedestrian crossings provided in the PCL alternative and as recommended as part of
the pending Elyria and Swansea Neighborhood Plan significant attention and design should be included for
the bicycle and pedestrian facilities on all bridge crossings (8' to 10' sidewalk). All intersections should be
designed to minimize pedestrian crossings distances. In areas where there are a limited number of vehicle
crossings there may be a need for additional bike/ped facilities. On Page 3-36, 3.8.4, north-south
connections for ped/bike are preferred at both Fillmore and Milwaukee. Page 66 - Bike lanes should be
added to the Clayton St. Bridge crossing I-70 to provide connection between the neighborhoods, access to
Dunham Park and to provide connections to potential future city improvements for the bike route on
Clayton St.

For the PCL Alterative, the neighborhoods are still losing some of their north/south access they currently
have to the grid system under I-70 today. This statement is true for the area East of Colorado Blvd, but not
West of Colorado Blvd.
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The Preferred Alternative includes sidewalk improvements at all proposed crossings of 1-70 to
increase bicycle and pedestrian connectivity and safety. Existing on-street bike routes will be
accommaodated through the design. Coordination with Denver has been ongoing since the release of
the Supplemental Draft EIS to refine improvements in Elyria and Swansea.

The concerns regarding the north-south connectivity has been adequately addressed in the Final EIS.
For information on north-south connectivity with the Preferred Alternative, please see PA9 of the
Frequently Received Comments and Responses on the Supplemental Draft EIS, located in Part 1 of
Attachment Q.
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Source:  Submittal

Name Denver Mayor Michael B. Hancock and

Document Number: 785

Department of Public Works

Volume Chapter Section Additional Reference
1 5 5.3 27
AIR QUALITY:

As stated in the Health Impact Assessment (HIA) for Globeville, Elyria and Swansea health outcomes:

*"incidents among children and adolescents vary widely across Denver. In 2011 and 2012, asthma-related

emergency care rates in GES were higher than in Denver overall. Geographically, the highest rates occur in
the northern and western parts of the city near the I1-25 and I-70 corridor. One concern is that children and
adolescents who live near highways may have more problems with asthma because of vehicle exhaust."

*Pollutants emitted in one location impact air quality near the source as well as tens of thousands of miles
downwind. Mobile sources are a major contributor to ozone. Many recent studies link nearness to high-
traffic roads with adverse health effects in children and adults.

*The highway access brought more industrial activity into GES neighborhoods. The highway and industry
impacts combined resulted in increased public health risk due to decreased in air quality.

Green roofs should be placed and maintained on appropriate buildings.
1 5 5.3 27
NOISE WALLS & TREES:

Walls and Buffer Area along highway

*HIA AIR PG-6 Trees and a healthy tree canopy provide long-term environmental, economic, and health
benefits critical to vibrant and livable cities. This includes benefits to improved air quality, reduce urban
heat island effect, and energy savings.

Work with City of Denver Urban Forestry and other organizations that work with built environment such as
Groundwork Denver, GES Livewell to implement and maintain vegetation and the increase of the tree
canopy number in the neighborhoods of GES, especially in those areas that can function as a buffer to the
highway from the residential neighborhood, such as the noise walls and other barriers. Consult with Denver
Arts and Venues to create and maintain landscape and wall designs to enhance and beautify the area
adjacent to the noise walls and other barriers to avoid vandalism such as graffiti and create a sense of
ownership by community members towards their neighborhood and public property.
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Responses to Comments

A section focusing on health has been added to the Final EIS. For information on impacts of the
highway air pollution on human health, please see AQ4 of the Frequently Received Comments and
Responses on the Supplemental Draft EIS, located in Part 1 of Attachment Q.

Green roofs will not be provided as part of this project, but are not precluded from being implemented
by others.

CDOT worked with various stakeholders including Denver and the community to develop Aesthetic
Design Guidelines and plan for the cover of the highway that discusses elements such as a desired
tree canopy, wall designs, and other landscaping considerations. The Aesthetic Design Guidelines and
cover planning process is included as an attachment to the Final EIS. Trees that are included as part
of the streetscape and the cover landscape provide incidental air quality benefits.

The concerns regarding traffic noise have been adequately addressed in the Final EIS. For
information on how traffic noise will be minimized after construction, please see IMP3 of the
Frequently Received Comments and Responses on the Supplemental Draft EIS, located in Part 1 of
Attachment Q.

A-54

January 2016



I-70 East Final EIS

Supplemental Draft EIS Comments and Responses

: : : . Denver Mayor Michael B. Hancock and
Source: - Submittal Name: pepartment of Public Works

Volume Chapter Section Page Additional Reference

1 5 5.3 5.3.1-53.24
ENVIRONMENTAL JUSTICE--HEALTH ACCESS:

There is a lack of Health-Wellness facilities in Globeville and Elyria-Swansea and no services for
Medicaid/Medicare recipients. Facilities used in this regard are South of I-70 and residents will be
challenged to get to these facilities, particularly during construction.

Pg. 50 & 5.2-21 chart: Add new bullet reading “In partnership with the City and County of Denver, identify
public services and social support structures needed during the construction period to help residents cope
with changes and that will enhance community stability and strength, such as mental health services, health
care access, employment development, etc.; for example, a health and wellness center in Elyria and
Swansea. There is a lack of Health-Wellness facilities in Globeville and Elyria-Swansea and no services for
Medicaid/Medicare recipients. Facilities used in this regard are South of I-70 and residents will be
challenged to get to these facilities, particularly during construction. Assist neighborhood serving non-profits
and Denver Health providing these services and those that help residents navigate community resources,
especially those organizations serving non-English speaking populations.”

1 5 5.3 Exhibit 5.3-8, p.
5.3-3; 3-376

ENVIRONMENTAL JUSTICE — MAINTANCE OF COVER AS MITIGATION FEATURE:

The SDEIS EJ section indicates the highway cover is an important mitigation feature as to minimizing
presence of the highway and noise. It also mitigates other impacts including local air quality, public open
space, recreation, school playground and aesthetics. Assistance in maintenance of the cover, as such an
important EJ and other mitigation feature, is not clear.

The cost of the maintenance for the cover is not included in the maintenance of cost summary. Although
maintenance of the cover is anticipated by parties other than CDOT, the cost of maintenance should be
borne by the project or CDOT directly. The project is creating the costs which should not be born solely by
the neighborhoods or the City of Denver but by all who use the roadway. The mitigation provided for in the
lid will not enhance and improve neighborhood cohesion unless CDOT is committed to maintaining the
urban landscape cover.

The EIS should specify that CDOT is responsible for long-term maintenance of the I-70 cover; if
responsibilities will cover structural aspects of the feature; and what assistance and/or partnership
opportunities will be pursued for maintenance of the top side of the cover. The maintenance cost of the
cover should be subdivided to describe the cost of maintaining the structure of the cover and the 'top' of the
cover since the structural elements are a part of the core CDOT project.

Local residents must have a meaningful role in the design and on-going operation of the cover.
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Per federal regulations, mitigations are required for impacts that are caused by the construction of
the project. Lack of health and wellness facilities in the area is a pre-existing condition and is not a
result of the project’s construction. Therefore, it is not feasible for CDOT to provide new health and
wellness facilities. CDOT commits to provide adequate detour during construction to allow residents
to get to the closest health/wellness facilities.

CDOT will identify a maintaining party before the construction of the project. For information on the
maintenance of the Preferred Alternative highway cover, please see PA3 of the Frequently Received
Comments and Responses on the Supplemental Draft EIS, located in Part 1 of Attachment Q.
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Supplemental Draft EIS Comments and Responses

Source:  Submittal

Denver Mayor Michael B. Hancock and

Department of Public Works

Document Number: 785 | Name

Volume Chapter Section Page Additional Reference
1 5 5.3.4 5.3-5, Exhibit
5.3-4

Text should clarify how the neighborhoods were determined to be low-income by specifying the comparison
values. E.g., if Denver neighborhoods were compared to the Denver County percentage of low-income
households, and Aurora was compared to the Adams County value, the text should specifically state this for
clarity.

1 5 5.3.7 5.3-9

All options will require aesthetically pleasing sound walls (with neighborhood input) that will also mitigate
air quality emissions impacts from the increased traffic on I-70. Denver needs to be actively engaged in
these evaluations as the walls serve more purposes than simply noise mitigation. Denver is concerned about
budget constraints eliminating these key project features as local interests contend has occurred on
previous I-70 work in close vicinity to Globeville.

1 5 5.3.9,53.11 5.3.10-13

ASSISTANCE IS NEEDED TOWARDS SUCCESSFUL RELOCATION OF BUSINESSES AND CREATION OF A BUSINESS
DEVELOPMENT FUND:

In the interest of empowering relocated businesses and area residents to create and pursue their own
business initiatives and entrepreneurship (to replace and expand existing businesses) CDOT should detail the
resources and assistance necessary and work with CCOD OED to leverage possibilities for resources to
support business or creative ventures in the development areas. These should include technical
assistance/capacity building, a Business Center (with computer lab, internet, faxing, etc.), Small Business
Development, Micro Loan Program, Business Incubator, Historically Underutilized Business Zones (HUBZone)
and Arts Incubator.

1 5 5.3.11

Construction: The SDEIS acknowledges the potential for air quality impacts beyond the 45th to 47th Ave.
corridor. Please define that area and identify what mitigations CDOT will provide for these impacts.

1 5 5.3.11

Housing improvement loans and grants: CDOT should identify a list of eligible housing improvements and
include said list. In 5.3.11, insert the language "Loan guarantees for those who have difficulty", since it's
missing from this section.

1 5 5.3.11 5.3-12

CDOT must be more specific about what additional resources will be provided for low-income homeowners,
tenants and business owners and what conditions will trigger additional assistance. Loan assistance is not
adequate. As noted the impacted group will have difficulty qualifying in traditional markets. It is not just for
require people to take out loans to mitigate the impact of a forced locations by CDOT.
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Responses to Comments

This has been explained in Section 5.2, Social and Economic Conditions in the Final EIS.

Attachment O, Aesthetic and Design Guidelines have been prepared for this project and included as
part of the Final EIS. Noise walls, streetscape, murals and highway elements such as interchanges and
bridges are discussed as part of these guidelines. Denver and the community have been involved in
this process and have been major contributors to these guidelines as a stakeholder.

Recommended noise walls will be implemented unless the benefitted receptor survey shows the
majority of benefitted receptors do not want the noise walls per Section 5.12, Noise of the Final EIS.

CDOT is following the Uniform Act and Federal and state protocols for business relocations.

The project team has developed additional mitigation measures beyond those required or normally
provided in Colorado to lessen the adverse impacts in the project study area. Any mitigation measures
included in the Record of Decision for the project must and will be completed. CDOT is proposing

to provide funding to CRHDC to assist residential and business displacees with financial counseling
and procurement of financing for replacement property and securing business and residential loans.
CDOT has already provided funding to CRHDC as early mitigation.

The project is not anticipated to exceed the air quality standards; however, monitoring will be
completed throughout and after construction. For information on air quality monitoring, please see
AQ7 of the Frequently Received Comments and Responses on the Supplemental Draft EIS, located in
Part 1 of Attachment Q.

CDOT has adequately addressed concerns regarding AQ and dust in the Final EIS. For information
on air quality with the Preferred Alternative and fugitive dust during construction, please see AQ6
and IMP7 of the Frequently Received Comments and Responses on the Supplemental Draft EIS,
located in Part 1 of Attachment Q.

Emission minimization measures to be implemented during construction are detailed in Section 5.10,
Air Quality of the Final EIS.

IGER Secction 5.3.11 describes the efforts that CDOT will undertake to facilitate procurement of financing
for impacted parties. CDOT will provide additional resources for low-income homeowners, tenants,
and business owners, where warranted, to help them make sure their relocations are successful.
Some of these efforts include loan assistance for those who have difficulty in qualifying in traditional
markets. However, such loan assistance does not contemplate providing loan guarantees. CDOT
will introduce interested parties to third parties who can assist with housing improvement loans and
grants.

BEER Scction 5.3.11 describes the efforts that CDOT will undertake to facilitate procurement of financing
for impacted parties. CDOT will provide additional resources for low-income homeowners, tenants,
and business owners, where warranted, to help them make sure their relocations are successful.
Some of these efforts include loan assistance for those who have difficulty in qualifying in traditional
markets. However, such loan assistance does not contemplate providing loan guarantees. CDOT
will introduce interested parties to third parties who can assist with housing improvement loans and
grants.
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I-70 East Final EIS Supplemental Draft EIS Comments and Responses

Responses to Comments
: : : . Denver Mayor Michael B. Hancock and
Source:  Submittal Name: Department of Public Works

Coordination will continue with RTD during construction to avoid disruptions to bus service.
The East Rail Line will be open by 2016, and will provide additional transit service to the area.

Volume Chapter Section Page Additional Reference . . . g S . . .
: = Coordination will also continue with Denver to maintain bike routes in the area during construction.
Additionally, CDOT will work with RTD and Denver to ensure accesses are maintained and adequate
L 2 2. Bkl Sl notices/signage of detours are in place during construction.

Ensure community access and availability to alternate modes of transit, particularly during the phased
construction period, incorporating Transportation Demand Management (TDM) strategies such as
m— encouraging the use of sustainable travel modes during and after construction, creating a program that is
measurable, creating a program that is culturally appropriate, expanding the pool of travel resources
available to residents and employees, encouraging transit use through incentives and education, reducing
vehicle trips, proving pedestrian safety and increasing the perception of safety.
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Supplemental Draft EIS Comments and Responses

Source:

_ . Denver Mayor Michael B. Hancock and
Name: Department of Public Works

Volume Chapter Section Page Additional Reference

1 5

Standard construction measures to control fugitive dust, stormwater erosion and sediment controls to
minimize spread of contaminated soil may be inadequate. The top priority is the health and welfare of
residents. CDOT needs to commit to going beyond regulatory minimums to protect the residents.

5.3.11,5.2.16 5.3-12

Please outline the standards CDOT will use, monitoring practices before, during and after construction.

SDEIS states “CDOT will provide and facilitate the opportunity for homeowners to rehabilitate homes (such
as improvements to doors, windows, and ventilation systems) that are close to the highway construction
between 45th Ave. and 47th Ave. in the Elyria and Swansea Neighborhood”.

CDOT should provide improvements to doors, windows and ventilation system as well as assistance for
operations and maintenance costs. As noted this is a low-income, minority community. This is also
applicable to section 5.3.19.

In numerous places throughout 5.3, (pages 13, 19, 21, 26, and 27) it is stated that, "CDOT will provide and
facilitate the opportunity for homeowners to rehabilitate homes.” However, homeowners may not be able
to use the CDOT HVAC mitigation measures due to increased operations costs. In order to offset these
ongoing maintenance costs, CDOT should consider additional energy and water efficiency measures for the
home "rehabilitation" that may not be directly related to abating the construction impacts, but related to
saving the property energy and water costs to offset the increased energy costs for air conditioning,
ventilation, and filtration. CDOT should also utilize only the highest efficiency equipment so as to not put
undue burden on the property owner. The Denver Energy Challenge staff could be a resource for evaluation
these needs.

Loans are not adequate. EIS should specify if direct grants and or financial assistance will be provided to
those households that cannot afford such improvements and will be most affected by construction impacts.
Residents must not be required to pay for the mitigation.

New heating, ventilation, air conditioning system, doors and windows to mitigate impact of the highway
must be maintained by CDOT for the life of the project. The negative noise and air impacts do not cease
when construction ends. Numerous near roadway studies and a 2013 large-scale review of air quality
measures in vicinity of major roadways between 1978 and 2008 concluded that the pollutants with the
steepest concentration of gradients in vicinities ear roadways were CO, ultrafine particles, metals elemental
carbon (EC), NO, NOx and several VOCs. The system installed must be sufficient to capture these pollutants.
(Federal Register, Vol.78 No. 98, page 29837 quoting Karner, A.A; Eisnger, D.S.; Niemeier, DA (2010) Near-
roadway air quality: synthesizing the findings from real world data, Environ. Sci. Tecl. 44:5334-5335.

1 5 5.3.12

The modeled speed of 55 mph for this portion of I-70 is approximately 10 mph low. The lower speed
estimate causes noise levels to be under-estimated and in turn under-reports the number of dwelling units
that meet or exceed NAC impacts. This has a direct negative impact on noise mitigation being recommended
for an effected area. Modeling should be completed that reflects actual driving conditions.
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Responses to Comments

The concerns presented in this comment have been adequately addressed in the Final EIS. For
information on air quality monitoring, mitigating fugitive dust, and project mitigation measures for
the project, please see AQ7, IMP7, and IMP1 of the Frequently Received Comments and Responses
on the Supplemental Draft EIS, located in Part 1 of Attachment Q.

Existing posted speed limit speeds were used in noise models for all alternatives as per CDOT’s
Noise Analysis and Abatement Guidelines.
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Supplemental Draft EIS Comments and Responses

Source: Submittal Document Number: 785 | Name

Denver Mayor Michael B. Hancock and
Department of Public Works

Additional Reference

Volume Section

Chapter

1 5 5.3.13

Residents living next to I-70 already experience noise from the highway at extremely high levels approaching
70 dBA, which levels the SDEIS projects will increase. Noise levels in a healthy environment are below 55
dBA outside, and 45 dBA inside. Noise mitigation provided must be state of the art in order to reduce noise
levels to the maximum extent possible. The EIS should contain a more robust evaluation regarding what is
possible through use of state of the art noise reduction. Please consider recommendations from the Health
Impact Assessment (HIA) for Globeville, Elyria and Swansea, such as #5A "Noise in residential areas and
schools near major roadways and highways should be mitigated to no more than 55 decibels, where
feasible" and #6A "Sound walls or other noise mitigation measures are recommended along major roadways
and highways where sound levels at schools and homes are expected to increase by 5 decibels or more, or
exterior noise levels are expected to be 55 decibels or greater, or interior noise levels are expected to be 45
decibels or greater. Community preferences regarding aesthetic qualities of sound mitigation should be
considered. "

1 5 5.3.13 Exhibit 5.3-7

The SDEIS indicates that number 15 is Colorado Ranch Market. Please update to reflect this grocery store is
no longer there and a Save A Lot has taken up a much smaller portion of its previous space.

1 5 5.3.15

The SDEIS should include the following mitigation consideration: Due to the age and quality of the housing
stock in some areas, homeowners may need additional mitigation for air infiltration and noise beyond just
improvements to doors, windows and ventilation systems to mitigate the impacts of highway construction.

1 5 5.3.17
CONNECTIVITY — LOCAL ROADS NETWORK:

Health Impact Assessment (HIA) for Globeville, Elyria and Swansea - Existing conditions Pg-1 *"GES were
always isolated from the rest of Denver by the train and later by construction of two interstate highways
through these neighborhoods further reducing north south connectivity and increasing isolation and
significantly impacted the communities in many other ways."

The EIS should state that increased North-South connections across I-70 west of Colorado Blvd. (see page
5.3-9) and East-West connections including 47/York will help reduce isolation of neighborhood.

1 5 5.3.17

The document states, "The El Tepetate Market and El Rinconcito Mini Market do not have to be relocated
with any options of the Partial Cover Lowered Alternative." However, the proximity of these markets to the
highway makes it highly likely that access to the stores and noise, dust, and other construction activities will
disrupt the operation of these stores. Mitigation measures should pay special attention to providing access
to these markets and communicate with the neighborhood residents in English and Spanish how to access
the markets.
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The concerns regarding traffic noise have been adequately addressed in the Final EIS. For
information on how traffic noise will be minimized after construction, please see IMP3 of the
Frequently Received Comments and Responses on the Supplemental Draft EIS, located in Part 1 of
Attachment Q.

The text has been updated in the Final EIS to address the comment.

Noise and dust during construction have been considered and addressed in the Final EIS. For
information on mitigating fugitive dust and noise during construction, please see IMP7 and 8 of the
Frequently Received Comments and Responses on the Supplemental Draft EIS, located in Part 1 of
Attachment Q.

The text has been updated in the Final EIS to address the comment.

Text has been added into the Final EIS reflecting that the construction requirements will require
maintaining all public and private accesses and notifying affected businesses and landowners in
advance.
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Supplemental Draft EIS Comments and Responses

Source:  Submittal

_ . Denver Mayor Michael B. Hancock and
Name: Department of Public Works

Volume Chapter Section Additional Reference
1 5 5.3.17 5.3-23
ELEMENTARY SCHOOL:

When residents were given the option to move the school, only one location and configuration on the site
near Swansea Rec Center was provided and when the residents said they didn’t want the school abutting the
railroad tracks, they were not given any other options. These communities have experienced hazardous
material rail incidents involving evacuation from their homes, and rightfully were concerned about the
safety of their children. They were also concerned they would lose their school altogether if it didn’t stay in
its current location.

To address health impacts to students, CDOT should work with Denver Public Schools to secure an alternate
school location for Swansea Elementary (students) during the five year construction period to avoid
exposure to the particulate matter from the construction activities, cars, trucks and heavy metals in the
soils. The need for this takes into consideration both the expansion and reconstruction of the highway and
that Denver City Council will be expected to vacate Elizabeth Street between 46th and 47th with
construction of a relocated playground. Additional construction adjacent to the school will exacerbate the
air quality and health impacts to school children and immediate neighbors because of additional exposure to
heavy metals in the soils. Transportation and other considerations for the relocated students will need to be
included in the planning effort regarding the alternate location. This shall be identified as mitigation and
therefore be covered as a project cost.

1 5 5.3.17-19 5.12-37-385.12-
37-38

CDOT acknowledges that standard noise walls create visual barriers, and that the impacts of these visual
barriers will be borne predominantly by a low-income and minority community. Yet, the SDEIS does not
consider alternatives to standard noise walls to mitigate noise--such as sound-absorbing materials,
translucent panels (to lessen the visual barriers), angled or curved walls (to better direct the noise), earthen
berms, and vegetation--which may be capable of providing similar or better noise reduction than standard
concrete barrier walls with reduced fewer negative aesthetic impacts. For examples of innovative noise
mitigation, see H. Bendtsen, Noise Barrier Design: Danish and Some European Examples, May 2010
(available at http://www.ucprc.ucdavis.edu/pdf/UCPRC-RP-2010-04.pdf), which was prepared for the
California Department of Transportation. CDOT should explore design solutions to mitigate noise that are
aesthetically pleasing and maintain views across the highway, particularly for areas facing or adjacent to
residential properties, and make explicit any rationale that limits these design solutions.

CDOT should present a variety of innovative solutions as options for community consideration through the
benefited receptor survey process

1 5 5.3.21

The CDOT traffic model should be reviewed with the managed lanes concept incorporated to determine
what if any impacts the managed lanes may have on Pefia Blvd. traffic. As part of this review, the impacts on
Pefia LOS at merge/diverge points should be analyzed.
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Responses to Comments

The Swansea Elementary School has been identified as a very important and valuable resource in
the Elyria and Swansea Neighborhood. During the PACT process conducted between the release of
the Draft EIS and Supplemental Draft EIS, various sites were evaluated in the process to determine
if the school could be moved to an alternative location in the neighborhood. Of the various sites
reviewed, only the Recreation Center site was considered to meet the needs of a replacement school
site. The best solution, therefore, is to keep the school in the neighborhood at its current location. For
information on how construction impacts to Swansea Elementary School will be mitigated, please see
IMP4 of the Frequently Received Comments and Responses on the Supplemental Draft EIS, located
in Part 1 of Attachment Q.

Selection of noise walls to mitigate noise must take into account multiple considerations. These
include, but are not limited to, available right-of-way, effectiveness, future maintenance, visual,
constructability, cost and public input. CDOT has constructed earthen berms and vegetation noise
barriers on other highways where available right-of-way exists; however, this is not the case for I-70
East where there is a very constrained corridor to the adjacent properties. The final selection of the
noise barrier types and locations is an ongoing process and will ultimately be determined during the
final design. CDOT will consider alternative ideas to the extent feasible and practical. For information
on how traffic noise will be minimized after construction, please see IMP3 of the Frequently
Received Comments and Responses on 